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Recent Improvements in Car-Service Accounts. 





To THE EDITOR OF THE RAILROAD GAZETTE: 

The recent convention of car accountants, at Cincinnati, 
May 25, was (for a railroad convention) unusually product- 
ive of immediate and definite results. This was due, un- 
doubtedly, to the direct and business-like method of the 
convention and of its committees. 

Its proceedings, which have just been published, show an 
evident desire to do rather than to say something ; and the 
convention had the wisdom to secure the definite indorse- 
ment of the general manager of each contributing roads, 
after it knew just what it wished to have done. 

THE ‘‘ JUNCTION REPORT.” 

Perhaps the most important result of the convention was 
the resolution which has already led toa widely extended, 
and still extending, agreement to make a daily report (i. e., 
within 24 hours after delivery) to the owners of all foreign 
cars passed from a terminus of one road into the jurisdiction 
and care of another. 

rerhaps there is no subject more suggestive of inquiry 
than the scattered confusion of carson roads foreign to their 
ownership. That must indeed be a stupid and incurious 
mind which has never asked itself, How do they keep the 
run of these things. The sight of a broken car, a thousand 
or two miles away from its home, a truck out of place and 
its end of car resting helpless on the ground arouses some~ 
what of the feeling one has for a lost child; and one wonders 
whether its owners know that it is out, and whose duty it is 
to tell them where it is. Formerly it has not been any one’s 
duty—that is to say, there has been no system in general 
use for immediately notifying the owners of a car when and 
where it has gone beyond the jurisdiction of the road which 
received it. If an owner wished to know the whereabouts 
of his car, he must send out a tracer to be passed from hand 
to hand, each tracer multiplying itself into numerous in- 
quiries about the same subject or car. 

Sometimes, however, even the connecting link on which 
to start the tracer would be lost. For example, box car No. 
134 of the Omaha & Northern Nebraska Railroad (which has 
just passed into the hands of the Chicago, St. Paul, Minne- 
apolis & Omaha) had been entirely lost; there was no clue 
even to start upon. But the other day Mr. Luce, Car 
Accountant of the Chicago & Northwestern received a 
** junction report,” which showed that the car had just been 
delivered to the Fitchburg Railroad, and telegraphing to 
Mr. John Adams of that road, the claim cf the Chicago, St. 
Paul, Minneapolis & Omaha to the car was presented, and 
the cur immediately forwarded. The case of Chicago & 
Northwestern car No. 1,696 is also one in point, and ad- 
mirably illustrates the ‘‘ junction report” as 

A STITCH IN TIME SAVING NINE. 

This car disappeared early in December, and was a lost 
article unti] the last of March. No less than teri Jettei's were 
written Ly various persons on different roads, each from a 
half to three-quarters page in length, concerning this lost 
ear, which two words and afew figures would have dis- 
covered to its owners withotit loss of its time, if the ‘‘ junc 
tion report” had been in use on any one of the roads in- 
volved in the case-as indeed has been already shown in the 
experience of box car No, 134, related above. 

The following blanks will explain the form and method of 
these junction reports: 

‘‘Sample of the form of junction report adopted by the 
Railway Car Accountants’ Association, at their meeting at 
Cincinnati, O., May 25, 1881. 


Gicenenensesen 


JUNCTION REPORT. 
AND NORTHWESTERN 
CHICAGO, ILL. 


CHICAGO RAILWAY. 


Report of 


[Copyright 1877, by F. M. Luce.]| 
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The following circular was issued by the Association re- 
garding this report June 1: 

** At the last meeting of our Association, held at Cincin- 
nati, O., May 25, 1881, the following resolutions were 


one . 
‘‘ Believing it to be to the interest of this Association, and 
all roads represented, it is hereby 

“ Resolved, That the ‘junction report,’ when made daily, 
will expedite the movement and tracing of cars; therefore, 
we, the car accountants whose names are or may be sub- 
scribed, with the consent or approval of their officers, do 
hereby agree, that, from July 1, 1881, to July 1, 1882, we 
will report promptly to the proper parties, according to the 
service to which they are assigned, all their cars delivered 
to our connections, excepting common cars, to owners. 

‘“* Resolved, That said report should be sent promptly, and, 
if possible, not later than 48 hours after date (Sundays ex- 
cepted), and shall be made upon a form of which the postal 
card shall be the standard size. 

“* Resolved, That we will make immediate record of all 
information received from said reports, and when tracing 
for cars will trace to the according to last account, 
** Resolved, That it is the sense of this meeting, that the 








size of the ‘junction report’ should be that of a postal card, 
and the form should be— 

“Ist. Name of road making report. 

‘*2d. Location of office. 

$864. Report Of. 3oss..0scsceees cars delivered to our con- 
nections. 

PM cece aos penn samenamunt a date of delivery. 

“5th. Name of party in charge of car service account. 

“6tb. Car Nos., and initials of railroad delivered to—in 
two columns.” 

To this circular was appended a blank form of agreement 
to make the junction report, to be signed by car accountants 
and approved by general managers. 

July 15, Mr. F. M. Luce, the Secretary of the Association, 
reported that the following named roads had agreed to use 
the “ junction reports:” 

AMERICAN REFRIGERATOR LINE, A. F. Higgs. 

BURLINGTON & MissouRI RIVER, J. M. Barr. 

BuvE Ling, G. A. Gilman. 

BURLINGTON, CEDAR Rapips & NORTHERN, C. J. Ives. 

BALTIMORE & Ouro, J. T. Rigney. 

BALTIMORE & Potomac, J. A. Wilson. 

CANADA SOUTHERN Ling, W. H. Alport. 

CINCINNATI SOUTHERN, J. H. Abbott. 

COMMERCIAL ExprREss LINE, J. E. Best. 

CLEVELAND, CoLuMBUS, CIN. & INDIANAPOLIS, 

Fellows. 

CnicaGo & EASTERN ILLINOIS, Wm. Gibson. 

Carro & VINCENNES, Jno. Leith. 

CENTRAL Iowa, C. E. Mallory. 

CINCINNaTI, HAMILTON & Dayton, W. J. Mulvihill. 

CoLtumsBus & HockING VALLEY, Geo. C. Mather. 

CxicaGco, Rock IsLanp & Pactric, W. 8. Palm. 

CaIcaGo, BURLINGTON & Quincy, E. G. Squire. 

CINCINNATI, INDIANAPOLIS, St. Louis & CuiGaco, B. F. 


C. J. 


Sipp. 
Camaeo & NORTHWESTERN, F. M. Luce. 
CuIcaGo, St. PauL, MINNEAPOLIS & OMAHA, F.M. Luce. 
CINCINNATI, WABASH & MICHIGAN, E. H. Beckley. 
Des Mornes & Fort Dopce, G. W. Ogilvie. 
DANVILLE & SOUTHWESTERN, F. L. Matthias. 
EVANSVILLE & TERRE HAUvtE, M. C. Trout. 
Erie & NortH SHorE Despatcu, J. C. Guthrie. 
EASTERN R.R., E, A. Nutting. 
Fort Wayne & Jackson, M. D. Woodford, 
GREEN Bay & Minnesota, Timothy Case. 
GRAND TRUNK, John Hunt. 
GRAND Rapips & Inp1ana, D. W. Mooar. 
ILLINOIS MIDLAND, H. W. Osborn. 
INDIANA, BLOOMINGTON & WESTERN, C. E. Henderson. 
INDIANAPOLIS & St. Louis, T. A. Brock. 
INDIANAPOLIS, DECATUR & SPRINGFIELD, F. L: PECK. 
INDIANAPOLIS, PERU & CHICAGO, A. P. Ross. 
ILLINOIS CENTRAL, J. C. Welling. 
Kansas City, Fort Scott & Gutr, J. L. Barnes. 
Kansas City, LAWRENCE & So, Kansas, J. L. Barnes. 
LOUISVILLE, CINCINNATI & LEXINGTON, Jas, McCarty. 
LOUISVILLE, NEw ALBANny & Cuicaao, J. E, Reeves. 
LOUISVILLE & NASHVILLE, W, G, Rowland. 
LAKE SHORE & MICHIGAN SOUTHERN, G. H. Weeks. 
MINNEAPOLIS & St. Louis, H. G. Ritchie. 
MILWAUKEE, LAKE SHORE & WESTERN, C, F. Rand, 
NEw YorK, PENNSYLVANIA & OnI0, A. W. Davies. 
New York, LAKE Erte & WESTERN, G. K. Cooke. 
NATIONAL DESPATCH, F, 8S. Stranahan. 
NORTHERN CENTRAL, H. F. Woodward. 
NORTHERN PactrFic, T. J. Delamere. 
Onto CENTRAL, J. Burwell. 
PITTSBURGH, CINCINNATI & St. Lous, H. N. Eastman. 
PirtsBuRGH & LAKE Erte, H. C. Johnson. 
PHILADELPHIA & READING, A. J. Speese. 
PENNSYLVANIA RAILROAD, John Reilly. 
Rep LinE TRAnNsiIT Co., F. B. Hannis. 
RocHEsTER & PirtsBuRGH, J. F. Dinkey. 
St. PauL, MINNEAPOLIS & Manitosa, H. V. Dougan. 
Str. Louis, Iron Mountain & SouTHERN, M. Sweeney. 
St, Louis, VANDALIA & TERRE Haute, H. G. Sleight. 
Sioux Crry & Paciric, J. E. Marsh. 
Union Paciric, F. A. Nash. 
Union Ling, Jas. A, Smeigh. 
Wasasi, St. Lovuts & Paciric, C. P. Chesebro; 
Wisconsin CENTRAL, D. L. Mahoney. 


THE NEW FORM OF TRACER. 

If the agreement to report the junction delivery of cars is 
kept, there should be little need of tracers. An improved 
form of tracer has, however, received the sanction of the 
Association and is worthy of description; sinée it dispenses 
with duplicate and multiplying forms of inquiry, It con- 
sists of a series of two sets of coupons in one continuous sheet. 
Those above give the initials of the road, place and time of in- 
quiry, and ask to “Please note last delivery on bottom 
coupon, detatch it and return to me (inquirer) and let this 
tracer follow the car with your notation on first blank stub 
below.” It also adds, “‘ Please stamp the reply and coupon 
with your official stamp,” and this note: ‘“‘If this car is 
found in your possession, have it sent home and advise me by 
letter. Whenthis car is disposed of, note your reply, fill 
your respective coupon and have this tracer follow the car.” 

This coupon is the invention of Mr. Davies, of the New 
York, Pennsylvania & Obio Railroad, and has been adopted 
and approved by the car accountants and general managers 
of atleast 36 railroads and freight lines. 

MR, LUCE’S CAR CHART. 

Mr. Luce, of the Chicago & Northwestern, is already well 
known by his improvements in methods of keeping car ac- 
counts, and it is hardly necessary to say that, as Secretary 
of the Car Accountants’ Association, not 4 little of the form 
and spirit of the late innovations are due to him. 

He has also invented a “car chart” for the use of ac- 
countants and especially of local agents, which shows at 
once the name of road, initials of its cars, its junction sta- 
tions, its connecting roads and the points on these roads for 
which its cars can be loaded. This chart enables the agent 
to see at once for what points he can reload foreign cars 
without sending needless messages to his train dispatcher. 

Foreign cars should, of course, be sent home as speedily as 
possible, and if a local agent re-loads a foreign car fora 
point not on its direct home line, its load should be, 
and is, transferred to another car, and the agent charged 
($2) for such transfer. Mr. Luce’s chart enables the agent to 
see at a glance the proper routes by which all cars should be 


returned home. 
NEW ENGLAND; 


The special attention of New England roads is asked to 


these innovations of the Car Accountants’ Association. How 
much this attention is needed may be shown by a few words 
from the General Superintendent of a well-known New 
England road: 

‘Dear Sim: In reply to your favor of the 5th inst., I re- 
turn you papers showing where car —— was detained so 
long. This is another.evidence of the careless treatment in 
New England of foreign cars.” 


A New England agent who had held this car, loaded, for 
a month, writes: ‘‘ We did not inform him of its arrival be- 
cause Mr. —— (the consignee) was about the yard every 
day.” ~~ Soe 


About Yard Work- 
To THE EDITOR OF THE RAILROAD GAZETTE : 

One of the most difficult things to do in railroad track re- 
pairs is to keep the tracks in yards in good condition. Out 
on the main line there is little difficulty in doing the repair 
work, but in yards where switch engines and incoming and 
outgoing trains are but a few seconds apart repairs and re- 
newals are made under difficulties that none but an 
experienced and clear-brained man can surmount. Some of 
the best roads on this continent, which have their main line 
in excellent condition, have, it is noticeable, the tracks in 
their yards in a wretched condition. There may be two 
reasons assigned for this: First, the frequency of trains and 
switching, and, second, as trains do not run at great speeds 
in yards, it is not considered necessary to have track as per- 
fect in yards as ‘“‘ outside.” There are, however, exceptions 
to the latter consideration where the tracks in yards are 
kept in first-class condition. 

The writer has wandered around the yard of the Pennsylva 
nia railroad, in Jersey City, recently, and learned something 
thereby. Perhaps there is no more crowded yard in America 
than at Jersey City, and it is safe to say that there is none 
in better condition. This yard is under the supervision of 
Mr. Thomas Tenant, who has grown up with the yard from 


the time when there were but a few switches, 
up to the present, when there are 22 miles 
of track in one mile of yard. Mr. Teuant does 


his work systematically and thoroughly, and keeps ahead of 
his work. Isaw aman make three efforts to draw a spike 
for the purpose of removing a worn frog. He was driven 
away by switching and other engines. This makes slow 
work, and it is only through the sharpest watch and alacrity 
that work can be done here, and yet the men employed here 
are so well drilled that they dodge trains as nimbly and 
timely as do the sparrows. 

One secret of the success of Mr. Tenant in keeping his 
frogs and switches in such excellent condition is the fact 
that he does his own repairing. He hasarrangements in the 
yard for heating and bending or straightening rails and re- 
pairing frogs. This obviates the necessity of sending frogs 
and other fixtures to shops at a distance for repairs and the 
delays and trouble incident thereto. When a frog or switch 
is slightly out of repair it is attended to at once, and in this 
way everything is kept snug and safe. 

Beside the track work Mr. Tenant has charge of the switch- 
men andflagmen. Several years since he established a rule 
forbidding any engineer, fireman or brakeman, or any per- 
son other than the regular switchman, touching a switch, 
This accounts for the infrequency of accidents from mis- 
placed switches in this yard. If this rule were generally 
adopted throughout the country there would be far less 
trouble from misplaced switches. When ‘‘Tom, Dick and 
Harry” have the right to move a switch, and an accident 
occurs, it is almost impossible to fix the blame upon any one: 
but make one man responsible for all trouble of the kind, 
and he will be very likely to keep his switch right at all 
times. 

Mr. Tenant’s yard is not filled up with worn out material; 
Anything that cannot be repaired and put to further use is 
removed to the scrap heap, where it is out of the way and 
ready to be turned intocash at anytime. There is mote 
economy about this than mary imagine. Road-masters from 
the East who attendjthe convention at Cincinnati next month; 
will do well to give the Jersey City yard a call and they 
may learn something to their advantage. 

Wu. 8S, HuntTINGTON: 


Louisville, Cincinnati & Lexington Railway Co. | 
LOUISVILLE, July 28, 1881. | 
To THE EDITOR OF THE RAILROAD GAZETTE: 

In your last copy of Railroad Gazeite I read in the 
discussion regarding stay-bolts: 

“Mr. Schaefer thought hollow stay-bolts were pretty ex- 
pensive. It would do about as wellif the bolt were bored 
nearly all the way through.” 

The shorthand writer has certainly written words which I 
did not speak. 

I said that holiow stay-bolts were expensive, and that I 
was using solid stay-bolt iron, and in order to detect a 
broken stay-bolt as soon as possible, the two top rows were 
drilled % in. deep and ,', in. diameter (outside) so the leak 
could be found very soon. 

AvuG. SCHAEFFER, Master Mechanc. 





Exhaust Nozzles and the Combustion of Bituminous 
Coal in Locomotive Boilers. 


The following is a part of a report presented to the Mas- 
ter Mechanics’ Association at its recent convention in Provi 
dence, by Mr. James M. Boon, on the “‘ Best Means of Pro- 
ducing Better Combustion in the Use of Bittminous Coal as 
Fuel for Locomotives :” 

The Chairman of your Committee had thought for a long 





time that the short exhaust nozzle in general use could be 
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improved. The interesting experiments by Mr. John E. | nozzle was compound with 81/-in. double and 4in. single| The Committee is under obligation to the followin D- 

Martin, as described in his paper read at the Cincinnati nozzle, as shown by accom nyin engraving. re tlemen for assistance in seckiog this report: Messrs. GV Ww. 

sw 1879, confirmed this opinion. The coal was from the nsfield Coal Company, Pitts- | Cushing, Jas. Seagley, N. E. Cha man, Jacob Johann, and 
A se! ot experiments with the igh compound nozzle (of | burgh. Analysis by George Goetz, Otis Steel Company : John Ortton, also to Wm. Forsyth of my own office, who 

which an ——— is given herewith) on the passenger en-| Moisture............___. 1.85 | Fixed carbon............. 63.95 | conducted all the experiments. 

gines of the Pittsburgh, Ft. Wayne & Chicago road has pad) Do te 74.87 | Volatile matter............ 29.33 Respectfully submitted, 

duced similar results and led toa general use of them on| Hydrogen........... 777 4.85 | Moisture................... 1.85 I M. Boon, Chai C ittee 

that class of engines, with an important improvement in the | Ash............... ti” a aoee: 4.87 an, = » Ee (Cee. 

combustion as well as in the wear of flues, cylinders and | Sulphur... 2.000.002 1.52 | po te DISCUSSION. 

valves. = a | Mr. ELLiort said that no account bad been given of the 
A condensed report of experiments with bigh and low| “~"""""" Sr 100.00 temperature of the smoke-arch in the experiments. From 

nozzles, is given below. The indicator diagrams show very little difference in the | his own experience he believed that it was a very important 
Rs —— was made in class A engine No. 158, first with | back pressure with the tw 

the low 


ouble nozzle as regularly used, then with the hig’ 


Bee nas 


oO nozzles and no perceptible differ- 


matter to know that temperature. 
mpression lines. It may be safely 


Whether they were pro- 
ducing perfect combustion or not ¢ 


ould only be decided by 


h | ence in the steam and co 
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EXHAUST NOZZLE AND SMOKE STACK 


‘Made by James M. Boon, Master Mechanic Western Division, Pitts- 
burgh, Ft. Wayne & Chicago Railway. 
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compound nozzle. The fire-box was cleaned from mud and 
scale, the tubes had been in service three months since last 
—— the holes in fire-box for Clark’s air jets were 
€ 4 

The coal on tender was carefully weighed and not used 
until the start from the station, that in starting the fire 
being taken from another supply. 
t The engine was taken into terminal station with fire and 
water in the same condition as at the start: the coal and 
water as given represent that consumed while the train was 
under way. 

The water was measured with a float and graduated rod, 
having a guide on the manhole of the tank. Each inch in 
depth of water on the surface of the water space was taken 
as weighing 475 lbs. The readings of the float were noted 
before and after filling the tank and at termini, 
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said that the high nozzle has no bad effect upon tae action of | knowing the temperature of the smoke-arch in connection 
the steam in the cylinder. The evaporation tests are favor- | with the amount of water vaporized by a certain amount of 
able to the high nozzle, and as a result of the trial we feel | coal. As tothe use of high nozzles, that depended very 
justified in extending the use of it. much on the arrangement of the fire-box. The object ac- 

The conclusion your Committee have arrived at, after in- | complished by the —— of the nozzle is to produce an equal 
vestigating this subject, is that no general rule can be given | use of all the flues. If the nozzle iz too low, the flues get 
for producing better results on the combustion of bituminous | stopped up. It was necessary to measure the heat of the 
coal, but that each coal must be treated separately for its | smoke-arch to know how much of the heat produced passes 
special chemical composition. ___ | Off through the flues. . : 

This also applies to the size of the coal; some coals will| Mr. SETCHEL said that his experience had been that as 
give good results with large pieces,and others with small | soon as the nozzle was raised the bottom of the smoke-box 
Pieces. began to fill up, and the lower rows of tubes were stopped 

The size reported to answer best for most coals is that , UP. He had found a low nozzle necessary to keep the smoke- 
which will pass through a ring 314 in. diameter. | arch clear. 

The mechanical appliances for producing combustion will| Mr. Boon said that the deposit of cinders in the smoke- 





The temperature of the water in tank and of the atmos- 
phere was measured with a Fahrenheit thermometer. 

A record of the arrival and a pote at each station was | 
kept in order to get the actua ruuning time exclusive of | 
stops. 

Indicator diagrams were taken with each nozzle at 
varying from 20 to 50 miles 4 hour, and with Allen valve. 
The first four — between Ft. Wayne and Chicago were 
made with the low nozzle. Trips 1 and 2, nozzle 3-in. 
diameter. Trips 8 and 4, nozzle 3}<-in. diameter. The high 


speeds 


| furnace at the end of each trip, 


necessarily be varied for the different qualities of coal, and | arch did not interfere with the engine making steam. The 
it will be seen that five different styles of grates are in use | only danger was of their catching fire, and that could be 
on as many roads, each no doubt giving good results in its | overcome by the arrangement of the petticoat pipe shown 
own locality. | in the diagram. The cinders are no detriment to the work- 
Where it is possible to bank fires, and avoid cleaning the | ing of the engine; the engine steams very regularly and 
a very great economy of | throws fewer sparks. With the low nozzle the sparks are 

| thrown into greater activity. The lower rows of flues 

For economical coal-burning two things of vital impor- | being near the fire, give out first, and a greater amount of 
tance are necessary : 1, a large fire-box and plenty of heat- ew will pass through them. Where he had been obliged 
ing surface, and 2, care and intelligence on the part of the | before to take out the flues in eight months, the engine now 
fireman. * ran a year and the flues were tight. With the high nozzle 


fuel is obtained. 
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the engine used less water, there was less blowing off 
steam and the fire was more even. J " 

Mr. es pss —_ whether the hi; 
swer as well in an old engine with small boiler, where the 
fire had to be forced all the time to make steam enough ? 
Also whether it would work as well with the diamond stack 
as with Mr. Boon’s straight stack? He thought it possible 
that part of the success of the high nozzle might be due to 
the use of a large boiler with large grate where the steam 
¢ould be kept up with a comparatively low blast. 

PRESIDENT LAUDER thought that the straight stack must 
be very much more effectual in producing a vacuum than 
the ordinary diamond stack where the straight part was 
comparatively short. The use of the dinmank stack was to 
provide room for a spark arrester, but the high nozzle could 
probabl be used with much greater success with a straight 
stack. ith the high nozzle and a diamond stack it must be 
very hard to keep the smoke-arch free from sparks. 

Mr. Boon said that the high nozzle would werk equally 
well with the diamond stack as with the straight stack. He 
~ t in the diamond stack with a netting, but without a cone. 

ith reference to back pressure in the cylinder they had 
taken indicator diagrams and found very little difference be- 
tween the two nozzles up to 45 miles an hour. Above that 
speed there was a different result. At the high speed there 
was less back pressure with the high nozzle; the reason he 
could not give. 

Mr. PHILBRICK acknowledged some advantages in the 
high nozzle, but with the low nozzle he was able to get more 
steam out of a small boiler. 

Mr. Hayes had found little difference in steaming, but the 
trouble was to get rid of the sparks. Where they could 
provide means of getting rid of the sparks the engine would 
steam as well with the high nozzles. As to back pressure he 
thought that at high speed with the tall nozzles a vacuum 
was tormed which prevented the air from working in. 

Mr. ELiort had found that with small boilers and small 
fire-boxes much better results had been obtained with the 
low nozzle and a petticoat pipe. As to the sparks, they 
would not be drawn in if your nozzle was so high that the 
sparks would not pile up around it and over it. 

Mr. Woopcock thought the high nozzle had some advan- 
tages, but he was not in favor of the extreme high exhaust 
pipe in burning anthracite coal. With small boilers working 
well up to their capacity they got better results with 
the low nozzle. They had some exhaust pipes 16 in. high, 
which worked very well. 

Mr. SCHAEFFER thought a great deal depended on the 
engineer and fireman. The operation of the nozzle also de- 
pended somewhat on the season. They should have a small 
nozzle in warm weather and a larger one in cold weather. 

Mr. EASTMAN said that some of the roads near him were 
using a high nozzle and straight stack with good results. 
ag boilers were large, with large fire-boxes and many 

ubes. 

Mr. Woopcock believed that the straight stack was the 
cheapest aud most effective. 1t ought to be used every- 
where, provided they could have the necessary appliances 
to prevent setting fires from sparks. In his state the laws 
were very strict in that respect and they had to be very 
careful. They were moving in the right direction when 
es made large boilers and lnege fire-boxes and could run 
with a large nozzle and prevent drawing fire through the 
flues. He thought a brick arch also would help in prevent- 
ing the sparks from being drawn through 

?RESIDENT LAUDER said that on Mr. Woodcock’s road 
they burned anthracite coal chiefly. On the roads to which 
Mr, Eastman referred they used bituminous coal. Mr. 
Boon’s experiments also were made with bituminous coal. 

The discussion was tien closed. 


nozzle would an- 





The Late W. Milnor Roberts. 


Mr. Thomas P, Roberts, of Chambersburg, has prepared 
for publication the following sketch of the life of his father, 
W. Milnor Roberts, the eminent engineer, who died of 
typhus fever in Rio de Janeiro, Brazil, July 14: 


W. Milnor Roberts was born in Philadelphia, Feb. 12, 
1810. He received his firsi appointment from Canvass 
White, the celebrated civil engineer, in the spring of 1825, 
as a chainman, and was promoted to the charge of the most 
difficult division of the Lehigh Canal at the age of 18. In 
1830 he was appointed Resident Engineer in charge of the 
Union Railroad and Union Canal feeder, Pennsylvania. [n 
1831-4 he was senior principal assistant on the Allegheny 
Portage Railroad, having also charge of repairs (after the 
great flood of 1882) of the Western Division Pennsylvania 
State Canal from Johnstown to Pittsburgh and the running 
and management of the inclined planes. In 1835 he planned 
and built the first combined railroad and common road 
bridge, with the railroad on top and the wagon _road- 
way below. It crossed the Susquehanna River at Harris- 
burg, and was nearly one mile in length. The piers of the 
old structure are still used to support the Cumberland Val- 
ley Railroad bridge. In 1835, at the age of 25, he received 
his first appointment as a chief engineer, being called to fill 
that position on the Harrisburg & Lancaster Railroad (now 
a portion of the Pennsylvania). r~y, the same year he 
was appointed Chief eater of the Cumberland Valley 
Railroad. During this employment, in 1836, be made a 
survey and report on the Harrisburg water-power and 
water-works. 

Since 1886 he has filled the office of Chief Engineer of the 
following works: Ia 1837, 1838, 1839, 1840 and 1841 of 
the improvement of the Monongabela River; the construc- 
tion of the Pennsylvania State Canal (the Erie Canal). In 
1841 and 1842 he wasa contractor on the Welland Canal 
enlargment. In 1843 and 1844 he was Chief Engineer of 
the Pennsylvania Erie Canal Company. In 1845, 1846 and 
1847 Chief Engineer and Agent for the Trustees of the Sandy 
& Beaver Canul Company, of Ohio. In 1847 he declined the 
Chief Engineership of the Ohio & Pennsylvania Railroad (now 
the Pittsburgh, Cincinnati, Fort Wayne & Chicago Railroad) 
to accept that of the Connellsville Railroad. In 1848,he was 
appointed by act of the Pennsylvania islature by name to 
make a survey to avoid, if possible, the Philadelphia Schuyl- 
kill inclined plane. In 1849 he declined the Be ee 
ment of Chief Engineer for the first propo rail- 
road in South America (Chili) to take that of the 
Bellefontaine & Indiana Railroad, which office he held 
until 1851, during which time he was also Con- 
sulting Engineer for the Pittsburgh & Steubenville Railroad 
(now the Pittsburgh & St. Louis Railroad). In 1852-4 he 
was Chief Engineer of the Allegheny Valley Railroad, Con- 
sulting Engineer for the Atlantic & Mississippi Railroad, and 
contractor for the whole Iron Mountain Railroad of Missouri, 
and Chairman of a comission of three appointed by the 
Pennsylvania Legislature to examine and report upon routes 
for avoiding the old Allegheny Portage inclined planes, and 
was, in 1853, obliged to decline the Chief Engineership of 
the Virginia Central Railroad on account of his other en- 
gagements. In 1855-7 he was contractor for the entire Ke- 
okuk, Des Moines & Minesota Railroad, Consulting Engineer 
for the Pittsburgh & Erie and Terre Haute, Vandalia & St. 
Louis railroads, and Chief — of the Keokuk, Mount 
Pleasant & Muscatine Rai: f 








In 1857 he left for Brazil to examine the route of the Dom 
Pedro Second Railroad, and in 1858, in company with 
Jacob Humbird, of Cumberland, Md., and others, under- 
took the construction of that gigantic enterprise. He did 
not return to this country until 1865. Upon his return he 
took the field for the surveys of the Atlantic & Great 
Western Railroad through Pennsylvania. Early in 1866 he 
was appointed to make examinations and report upon the 
wey Southwest Pacific Railroad and the Iron Mountain 

ilroad of Missouri, and of the Western Maryland Rail- 
road. Inthe same year he was appointed by Edwin M. 
Stanton, Secretary of War, United States Civil Engineer in 
charge of the Ohio River improvement, which office he held 
until 1870, when he resigned to accept the Chief Engineer- 
ship of the Northern Pacific Railroad, which office he held 
up to the time of his departure for Brazil. 

_In addition to his regular routine work he has, par- 
ticularly of late years, held several honorary positions, first 
of which he considered the Presidency of the American 
Society of Civil Engineers, in the affairs of which he took 

at interest. In 1874 he was appointed by President 
rant one of a commission of military and civil engineers 
to examine and report upon = for the improvement of 
the mouth of the Mississippi River, and while engaged on 
this duty visited the chief rivers of Europe—the trip even 
extending tothe Nile in Africa. In 1877 he located the 
Nictaux & Atlantic Railroad, in Nova Scotia. 





The Haggas Water Supply System. 


The following is an abstract: of a paper entitled ‘The 
Water Supply of the Torento, Grey & Bruce Railway; 
illustrating the Haggas Elevator System,” presented before 
the American Society of Civil Engineers at the late annual 
convention in Montreal: 


The Haggas elevator system has been the only method of 
water supply in use on the Toronto, Grey & Bruce Railway 
since November, 1878. 

It consists in building an underground tank in whicha 
pipe is placed, and the water is drawn up and forced into 
the engine tank by a form of steam injector. The injector 
is permanently attached to the locomotive and is connected 
to the stand-pipe by a section of wired india-rubber hose 
with sleeve joints. The injector is a globe 91¢ in. in diame- 
ter, through which a jet of steam is driven by a 114 in. pipe 
from the boiler, with pipes of 4 in. diameter to take and de- 
liver the water. The action of the apparatus will be un ler- 
stood without further description. 

As has been said, this is the only system in use on the 
Toronto, Grey and Bruce Railway, a line 191 miles long, 
attaining an altitude of 1,460 ft. above Lake Ontario, and 
subject to an extremely severe winter climate. This line 
was built in 1870 to 1873, and was fitted with ordinary 
tank-houses which were kept from freezing by stoves. In 
winter fires were kept up night and day. The total cost of 
this system was $14,166, or $77 per mile, and the average 
annual cost of its service and maintenance for five 
years was $5,700, including $500 per year paid 
to the city of Toronto for water. The total cost of refitting 
the liné with underground tanks and Haggas elevators was 
$1,805, and $50 per locomotive for 20 locomotives. The 
cost of maintenance and repairs for 244 years has been at 
the rate of $237.14 a year. It has been the endeavor in 

uipping this railroad to make the lift as light as possible. 
With a lift of 8 ft. from the surface of the water to railroad, 
the elevator will put into the tender 450 gallons of water a 
minute, with a steam pressure of 135 Ibs., raising 
the temperature of the water 25° or 30°. With 
a brisk fire and kee ing on the blower the steam pressure 
will be little Gouna n practice it is found that with a lift 
of 10 ft. to rail level the apparatus works well. The first 
170 miles of the Canadian Pacific Railway west from 
Thunder Bay has been equipped with the Haggas system, at 
a cost, exclusive of royalty, of $4,100. 


THE SCRAP HEAP. 


Locomotive Building. 

The Pittsburgh Locomotive Works are completing an 
order for locomotives for the New Orleans Pacific road, and 
have a number of other orders on hand. 

The Rhode Islan. Locomotive Works in Providence are 
building 10 consolidation engines for the Atlantic & Pacific 
road. They have 20 by 24-in. cylinders, eight driving 
wheels 50 in. diameter, and a four-wheel truck. The boilers 
are 58 in. diameter of barrel, have 200 tubes, and the fire- 
boxes are 10 ft. long and 43'% in. wide inside. The tenders 
are to carry 3.500 gallons of water. 

All the Paterson shops are very busy. The Grant Works, 
besides new work, are changing a number of locomotives 
from 6 it. to standard gauge for the New York, Lake Erie 
& Western road. 

The Brooks Locomotive Works, at Dunkirk, N. Y., have 
taken en additional order from the Rochester & Pittsburgh 
Company for 15 freight engines. 

The Cleveland shops of the Cleveland, Columbus, Cincin- 
nati & a road have completed two mogul engines, 
and are engaged upon two more. hey have 18 by 24 in. 
cylinders, 4 ft. 8 in. drivers, and boilers 50 inches in di 
ameter. 


Car Notes, 


The Wells & French Co. in Chicago is at work on con- 
tracts for 800 freight cars, and will soon begin on orders for 
some 1,400 more. 

The Pittsburgh Car-Wheel Works are 
ag engine made by William D. 
burgh. 

The United States Rolling Stock Co. at Chicago employ 
about 450 men, and are building 8 or 10 cars aday. The 
orders in hand are for 80 box, 100 flat, 200 coal and 50 
stock cars for Toledo, Delphos & Burlington : 500 box cars 
for Chicago, St. Paul, Minneapolis & Omaha; 700 box cars 
for Union Pacific ; and 2 baggage and 1 combination car 
for Sioux City & Pacific. Among the novelties built this 
season were 2 flat cars 50 feet long for W. C. Coup’s circus, 
and an advertising car for W. W. Cole's circus. The latter 
had two berth sections, an office and sitting room, the rest 
of the car being provided with sundry conveniences for the 
advance agent’s use. The exterior was finely painted with 
representations of circus pageantry. Its cost was $7,000.— 
National Car Builder 

The New York, Ontario & Western shops in Middletown, 
N. Y., have just built 25 hay cars for the road. 

The LaFayette Car Works, at LaFavette, Ind., are build- 
ing 400 flat and 600 box cars for the New York, Chicago & 
St. Louis road, and have other contracts on hand. 


pes in a new 
artupee, of Pitts- 


The Chicago Car Axle Co. is running its works double 
turn and making 100 axles a day. The works are soon to 
be enlarged. 


Francis W. Corey & Co., Chicago, are busy on orders for 
hand cars and dump cars. 

The Mi-souri Car & Foundry Co., in St. Louis, is building 
1,500 box cars for the Louisville & Nashville road, The 
cars are now being delivered, 





The Philadelphia & Reading shops in Reading, Pa., are 
building 20 new passenger cars, 9 refrigerator cars and 1,000 
cval cars for the road, besides re work, 

The LaFayette Car Works, at LaFayette, Ind., are build- 
ing 100 flat cars for the Nofthern Pacific road. 

e Ft. Worth Car-Wheel Manufacturing Co. ‘has been 
organized at Ft. Worth, Tex., with $150,000 capital, to 
make the Rigby patent combination steel-tired car-wheel. 


Bridge Notes. 


The New Jersey Steel & Iron Co., at Trenton, N. J., has 
lately completed a blacksmith shop 225 by 45 ft., anda 
shop 275 by 60 ft. for bridge and roof work. 

e Phenix Iron Co., at Trenton, N. J., is building two 
light-houses for the Delaware River. 


The Rail Market. 


The Jron Age says of steel rails: ‘‘Inquiries have been so 
numerous, and the disposition to buy so general, that manu- 
facturers have withdrawn the quotations made some time 
ago. Prices are firmer for all deliveries, and $56 is said to 
be as low as any of the mills would accept for winter work; 
some are asking still higher tigures. large amount of 
business has been entered for 1882, one trunk line havin 
taken 50,000 tons, ancther nearly as many, and all the lead- 
ing roads have covered for some portion of their require- 
ments. Some heavy sales bave been made during the past 
week, but the exact particulars have not transpired. It is 
believed, however, that offers which were out at about $55 
have been taken to such an extent that manufacturers have 
now advanced their quotations or withdrawn entirely. Re- 
ports have been circulated from New York that purchases 
have been made at $53 to $54. The basis —— which the state- 
ment is made is probably that steel blooms have been 
imported, and that the estimated cost of the product will be 
$53 1 to $54. A large amount of steel rails will be made 
from imported blooms during the winter. and they are esti- 
mated to cost something near $53 to $54. The Bessemer 
companies, however, are quoting, as we have said, $55 to 
$56 and upward. August and September deliveries are 
nominally $62.50 to $65, and very scarce. English rails 
are quoted equal to $58 to $62 in American currency, ac- 
cording to date and port for delivery, with an active in- 
quiry, and prospects of a good deal of business being closed 
in the course of a few weeks.” 

Iron rails are very active, with quotations $46.50 to $52 
per ton at mill, according to section. 

Old iron rails are quoted at $26.50 to $27 per ton in 
Philadelphia, with only a moderate demand. 


Cairo & St. Louis Coupon Tickets Stolen. 


A circular from Mr. Henry G. Wood, General Passenger 
Agent of the Cairo & St. Louis Railroad, dated July 27, says: 

** A dishonest office youth having stolen some of our coupon 
tickets of old stock, which had been called in, I shall be glad 
if you will instruct your conductors to refuse any coupons 
of this road’s issue, uuless bearing my signature as General 
Passenger Agent. Any others presented are stolen.” 


A Railroad Weed Cutter. 

The Chicago, Burlington & Quincy has introduced a 
unique device for cutting weeds along its track in Nebraska. 
It is attached to a flat-car and drawn hy a locomotive at the 
rate of 20 milesan hour.—Chicago Tribune. 

A clearer description of this device would be interesting. 


Conductors’ Trials. 

A conductor’s life is not a happy one. ‘Those in charge of 
passenger trains on the Central have had another “shake 
up,” and to-day they will run -as follows: Nos. 11, 67 and 
B82, Roof, Hess and Heath; Nos. 33, 12, 13 and 8, Coates, 
Getman and Burtis: Nos. 18, 3, 10and 19, Bedell, Ferrell and 
Lower; Nos. 14, 21, 16 and 1, Frank and Sylvester Piper 
and John Toner. Seeley, Mitchell, Vandewater and Brothers 
have charge of the four accommodation and mixed trains. 
Haskins and Haggerty are on as extras; not a 
very easy job, as the assignment of these regulars to four 
trains keeps a number of them in the hospital a good sbare 
of the time. When a conductor goes into Syracuse or Al- 
bany, if his other train is not in the depot, the depot master 
hangs him to a hook and allows him to sleep until he is 
wanted to go back. This system is necessary 1s there is no 
time to remove clothing and lie down. A plan is being 
tested to put up railroad employés’ meals concentrated and 
condensed into cartridges and shoot them into each man as 
he passes a lunch counter, to save time. Passengers will be 
served the same way before long.—Utica Herald. 

Light Work. 

In the inquest held on the man killed in the recent col 
lision on the New York, New Haven & Hartford road, the 
station agent at Rye testified that he had to sell tickets, make 
report of freight, carry the mail sometimes and look out for 
the switches, and if the baggage-master should be away 
must keep people from the crossings. The baggage-master, 
whose interpretation of the signal caused the late acci- 
dent, said he had to work from 5.45 a. m. to 9.15 p. m., 
with 15 minutes for dinner; that he not only had to attend 
to the baggage, but must deliver freight, do the switching, 
attend to the crossings, carry the mails a quarter of a mile 
to the post-office and back eight times a day, replenish the 
water-tanks, sweep out the office every morning, clean and 
fill 23 lamps, and flag the trains. He had to go half a mile 
to flag them, though at the time of the accident he went 
three-quarters of a mile. His pay is $1.35 a day. 


How a Girl Saved the Train. 

On last Wednesday night, when O’Neil, Donahue and 
Olmstead went down to death, a noble gir), but 15 years of 
age, was watching for the safety of those whose duty called 
them out over the railroad in the fearful storm. Kate 
Shelly, whose father was killed on the railroad some years 
ago, lives with her mother just on the east side of the river, 
and nearly opposite where the engine made the fearful 
plunge and Donahue and Olmstead lost their lives. Miss 
Shelly and her mother heard the crash, and, realizing what 
had happened, Kate took a lantern and started for the 
wreck. Her light soon went out, but she felt her way 
through the woods and falling timbers to the edge of the 
dashing waters that covered the drowned men. She could 
hear, above the roar of the storm, the voice of Wood, the 
engineer, who bad caught in a tree top. She knew that 
the express, with its loai of mgers, was nearly due. 
She, a young girl, was the ouly living being that could pre- 
vent an awful catastrophe. The telegraph office at Moin- 
gona or Boone was the only place where she could notify the 
Officers. To Boone was five miles over hills and through 
woods, and before she could get there the express would 
have passed. To Moingona was only a mile, but between 
here and Moingona was the Des Moines River, 10 or 15 feet 
above its natural height, and to cross this she must pass over 
the railroad bridge, 50 feet above the swollen waters. She 
must cross this bridge, 400 feet long, with nothing but the 
ties and rails, the wind blowing a gale. Not one man ina 
thousand but would have shrunk fromsuch a task. But this 
brave girl gathered about her her skirts, and on hands and 
knees pnt over the Jong bridge from tie totie. With 
the blood from her lacerated knees staining her dross, sbe 
reached the shore, atid ran the remaining half mile te the 
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telegraph office. Breathless, and in broken accents, she told 
her story and fainted in the arms of the bystanders, The 
wires were set at work and a more horrible disaster was 
averted.—Ogden (Ia.) Reporter, July 15. 


A Handsome Car, 


The Wilmington (Del.) News thus describes a new direc” 
tors’ car just completed by Bowers. Dure & Co,, of that city, 
for the Norfolk & Western road. ‘‘ The exterior of the car 
is Tuscan red, striped and lettered in gold. The platforms 
are entirely surrounded with iron gates, and so arranged 
that they may be enlarged by ops os movable floor 
over the steps. The car is oon with a Westinghouse air- 
brake, Janney’s coupler and two sets of six-wheel trucks. 
Its interior is finished in unstained oak, after the Eastlake 
design, and is divided into four apartments, each of which is 
covered with beautiful Wilton carpet. Its windows are of 
embossed plate glass, and all are supplied with old gold satin 
curtains, The eer By in which an elegant setof furniture 
will shortly be placed, contains a mirror 2214 by 36 inches, 
Joining this apartment are two complete state-rooms sup- 
plied with stationary beds, washstands, mirrors, etc, They 
are separated by a sliding door, In the rear of the state- 
rooms is a large double compartment, such as may be found 
in a Pullman sleeper. The bunks, when not in use, dis- 
appear in the ceiling, and are operated by machinery of a 
new pattern. When the beds are occupied they are covered 
on the sides with elegant Turkish-rug curtains, which depend 
from handsomely burnished brass rods an inch in diameter. 
Under them are half a dozen seats covered with Persian silk 
plush. The other end of the coach is occupied as a culinary 
department, and complete it is in every particular. This 
room also contains a patent heater, the bronzed steam pipes 
of which are distributed in all ete of thecar. The lights 
in the coach are attractive and unique in design. Two of 
them are what is known as four-light lamps, and are 
as costly as any ever placed ina railroad car. Among the 
numerous conveniences with which the car is supplied is an 
electric bell, having connections in each department.” 


Long Trains. 


The Negaunee Herald says: ‘‘The Chicago and North- 
western Railroad Company is performing some extraordin- 
ary feats this season in the transportation of ore from this 
district to Escanaba. One of their engineers a few days 
since hauled 100 a cars up from Escanaba and returned 
the same day with 101 loaded cars, or about 800 tons, which 
is set down as the heaviest train ever hauled over this or any 
other road—a distance of 63 miles—by one engine. To the 
credit of the engineer, it may be said the round trip was 
made without any mishap of any sort, and without being 
stalled on any one of the grades.” 

Longer trains are certainly on record. This account would 
mean more if some statement of grades were given. If we 
are not mistaken, the run to Escanaba is down hill nearly 
all the way. 


“TI Forgot.” 


Until such time as man’s ingenuity shall have invented 
machinery which automatically will perform the functions 
now dependent on the human brain, railway accidents will 
occur, for which no excuse can be given other than the 
words, ‘I forgot.” Innumerable are the instances where 
engineers or conductors, known as careful and sober men, 
have received eS orders to hold trains at certain points 
—orders upon which have depended the lives of hundreds— 
and yet, in direct opposition to such orders, have rushed 
their trains on to destruction. The public and press attribute 
it to carelessness or bad management, and so in some in- 
stances it may be ; but there are few of us who cannot recall 
instances of strange forgetfulness on our own part, and 
regarding matters of intentions seemingly firmly implanted 
on our minds, yet as we had it in our power to correct the 
omission without, perhaps, serious loss to ourselves or others, 
we pass it by as a matter of no moment. We have heard old 
engineers describe instances when their minds seemed to be 
riveted on some one thing, all else, for a moment, being blotted 
out from tke brain ; where a space of time, short though it was, 
had dropped out of their existence—a space of time in 
which actually nothing had been thought of, or nothing 
could be afterward brought up, as having passed through 
the brain, a veritable blank which could not be accounted 
for. We recall such a case upon the Central Vermont road 
years ago—an engineer who had for days or weeks been 
running a construction train to and from a point where a 
bridge was being built: he knew every foot of the track for 
miles; he had day after day backed the train to the edge of 
the bridge, and knew just when and where to stop. Yet the 
day came when, with his hand upon the throttle, ‘he for- 
got” to stop, and sent the train down into the abyss. The 
latest instance is that of poor Corliss on the Troy & Green- 
field Railroad, ordered to meet the accommodation at 
Hoosac Tunnel station. He forgot until he had covered a 
quarter of a mile beyond, when his memory served him; 
but, before he could stop and back, the advancing train was 
upon him, the livesof others were sacrificed (fortunately, the 

ress say, ‘no gers’). But before he breathed his 
ast, he told his General Superintendent, ‘‘ /ts all my fault— 
I forgot.”—Pathfinder. 


Southern Colored Laborers on a Northern Road. 


A correspondent of the New York Times, writing from 
a NY. Aug. 3, says: ‘“‘ About 150 negroes are now 
employed in the construction of the West Shore Railway 
along the Hudson River. They were brought from the 
South a short time ago by the contractor, James Gray, 
as an experiment, men being very scarce here. Most 
of them are from Maryland and the District of Columbia. 
One hundred more are expected to arrive in a few days, 
and still another lot will come a week later. From this it is 
obvious that the colored men now here are doing satisfactory 
work. They are employed in the gravel banks and rock 
cuts of the Highlands, and will eventually be distributed all 
along the line. Many of them are scantily clothed, working 
with bare feet and bare heads. Itisa curious sight to see 
the brawny blacks bending over their work busily 
plying shovel and pick, and a more cheerful 
company of laborers it would be difficult to find 
anywhere. There are no dissensions among them 
and all day long they join their melodious voices in some 
refrain. itd is believed they will prove superior to the 
Italians, who have been employed mainly on railway grad- 
inz heretofore. The latter are a quarrelsome, high-tempered, 
dissatisfied class generally, and give} much trcuble in their 
management. The colored force are not generally skilled 
in drilling and rock-cutting, but are very effective in the 
removal of gravel and dirt, although a few are found to be 
good hammer-men, both at the drill and at stone-breaking. 

“Tt is interesting to visit their tenements and lodgings af- 
ter working hours, and observe their rade methods of living. 
They all mess together, and their board, washing and mend- 
ing costs less than $8 per month for each man. They live 
on ham and bacon, with fresh meat once a week. ‘iv- 
ing $1.50 per day for their work, they are absolutely aston- 


ished at their earni and feel like rich men, 
not knowing what to do with their money. Their 
evenings are spent in singing and dancing, Among their 


number are several clergymen and exhorters, as well asa 
band of good singers, who form the choir at bush prriee os 
which are regularly held on Sundays and largely atten ed 
pen visitors sojourning at Cornwall and Newburg. 

¢ preaching is in the true Southern dialect, and is of the 
the most extraordinary character.” 








TRAFFIC AND EARNINGS. 





Grain Movement. 


For the week ending July 23 receipts and shipments of 

—- of all kinds at the eight reporting Northwestern mar- 

ets and receipts at the seven Atlantic ports have been, in 
bushels, for the past eight years: 


Northwestern ——Northwestern shipments.——, Atlantic 

ear. receipts. ‘otal. By rail. P.c. by rail. receipts. 
1874..... ,886 2,201,940 34,716 19.7 2,808,327 
1875 4,424,392 .698,180 076,152 26.4 2,287,218 
1876. 2,983,881 2,494,710 1,038,208 41.5 2,621,248 
sy Bee 3,151,091 3,123,145 318,848 10.2 2,013,274 
1878..... 4,765,172 — 3,652,06% 1,338,719 36.7 5,003,895 
1879....,4,85),503 5,160,422 1,545,265 30.0 7,480,637 
1880,.... 7,826,850 6,559,034 1,526,180 23.3 9,428,106 
1881..... 4,950,743 4,721,037 1,868,110 39.6 6,238,434 


The whole grain movement has fallen off, and it especially 
compares poorly with the movement of the corresponding 
week of last year, which, however, was extraordinary for a 
July week. The receipts of the Northwestern markets this 
year are nearly 40 per cent. less, their shipments nearly 30 

r cent. less and the Atlantic receipts 34 per cent. less. The 
Northwestern shipments and the Atlantic receipts are also 
less than in the corresponding week of 1879. Compared with 
the previous week of this year, there isa small decrease in 
Northwestern receipts, a large one in Northwestern ship- 
ments (and wholly in rail shipments), but a considerable in- 
crease in Atlantic receipts, Besides the rail shipments, 
161,010 bushels, or 3.4 per cent. of the whole, went down the 
Mississippi. The total shipments are the smallest since May. 

Of the Northwestern receipts, Chicago had 58.4 per cent., 
St. Louis 15.2, Toledo 8,6, Peoria 7.5, Milwaukee 5.7, 
Cleveland 2.9, Detroit 1, and Duluth 0.7 per cent. Chicago 
maintains its great lead, but St. Louis has gained a little 
over several previous weeks, and so has Toledo. 

Of the Atlatic receipts New York had 56.8 per cent., Balti- 
more 16.7, Philadelphia 10.4, New Orleans 5.9, Boston 5.5, 
Montreal 4.6, and Portland 0.1 per cent. New York has 
never before received so large a proportion during a railroad 
war, which deprives it of the advantage of the canal. Bal- 
timore shows a large gain compared with the previous week, 
port _compared with this time last year its receipts are 

rifling. 

Exports from Atlantic vorts for five successive weeks 
have been : 





——-————— Week ending —-— a 
27. July 20. July 13. July 6. June 29. 
32 79,795 82,019 63,348 64,313 


July 6 
Flour, bbls. . 72,32 a 
Grain, bush. 3,984,460 4,408,079 4,141,783 3,773,376 4,839,032 


Compared with this time last year there is a general de- 


Coal Movement. 


Coal tonnages reported for the week ending July 28 are as 
follows : 


1881. 1880. Increase, P. 0. 
Rs 50. 055-050-088 661,885 406,007 255,878 63,0 
Semi-bituminous.... .. .105,762 87,722 18,040 20.6 
Bituminous, Penna......, 45,824 42,303 3,521 8.3 
CORD, DMMB. once cveicccds 2,009 35,734 16,275 45.6 


The Pittsburgh river coal men are making much complaint 
because they lost the benefit of the coal boat rise in the Ohio 
last week by the difficulty of working tows through the lock 
at the DavisIsland dam. A number of tows had to turn 
back, the river having fallen before they could get through, 


New Anchor Line Propeller. 


A new propeller has been added to the Pennsylvania’s 
Anchor Line plying between Erie and Chicago. It is called 
the “Clarion,” isa mate tothe “ Lehigh,” built last r, 
and was built at Wyandotte, Mich., by the Detroit Dry Dock 
Company. The new — is 241 ft. 4 in. keel, and 255 
ft. 4in. over all, 35 ft. 5 in. beam, and 17 ft. deep. It is 
expected to carry 1,940 tons when drawing 14 ft. 








ANNUAL REPORTS. 


The following is an index to the reports of companies 
which have been reviewed in previous numbers of this vol- 
ume of the Railroad Gazette : 













‘age. e. 
Alabama Great Southern...... 2386 Nashville.......... 373 
Atchison, Topeka & Santa Fe .. 227 Albany & Chi. 104 
Atlanta & Charlotte Air Line... 315 Maine Central.......... cee coe BOE 
Baltimore & Hanover... 48 ee 
Baltimore & Potomac -. 315 
Boston, Concord & Montreal... 315 


30ston, Hoosac Tun. & West.. 
30ston & Lowell 
3ur., 
Bur., & Northwestern... 








Cairo & St. Louis..........c0...5 


eeeeee 








Central, of New Jersey 228 
Charlotte, Col. & Augusta.....228 N. Y.,N. H. & Hartford........ 
“hicago & Alton..... ...... 133, 151 
Chi., wr & Quincy nadie 180 
Chicago, Mil. & St. Paul.......... 234 


Chi., Rock Island & Pac....2v1, é 

Cin., Hamilton & Dayton.......¢ 
Cin., Richmond & Ft. Wayne.. ¢ 
Cincinnati Southern....... 
Cin., Wabash & Michigan. 
Cleve., Col., Cin. & Ind 
Col. & Hocking Valley 
Columbus & Toledo 





Da: 
De 
De 
Delaware & Hudson Canal 


Del., Lack. & Western 
Delaware Western 


Union 












Denver & Rio Grande 15i, 33) 
Eastern R. R. Association...... 4 
1 






Eureka & Palisade 
Fitchbu 


nsburg.. oan we 


Ogde: 
Rochester... 





rg 
Flint & Pere Marquette.. 


‘ 92 
crease in the exports. For the eight weeks ending July 27 yoke oy | Se Henkin Go. ‘paced 60 
the figures are for the two years : Grand Trunk............... & .. 373 
Great Western, of Canada Ogdensburg. 44 
1881. 1880. Decrease. Per cent. | Gulf, Col. & Santa Fe..... ‘i Champlain: 233 
es ~~. sean bee 593,175 686,396 93,221 3.6 —— = St. Joseph... 2.00 4 St. Ly Serres = 
ain, bus.........33,145,487 52,152,105 36, OUBRCORIC. ..0.00.ccccrccgeccces 331 St. t. uthern. 
4 ‘s 33,145,487 52,152,105 19,006,618 ate ey & La ig yanancemen ms St. San Francisco...... 1 
i is v » nois Central..............+ ,120 Sandy River ............. 
t is not that exports are very small this year (at the rate deena Wiacen' ik Wows 76 


of 215,000,000 bushels a year), as that they were extra- 
ordinarily large last year (at the rate of 443,000,000 bushels 
a year, when for the fiscal year ending June 30 last, the 
aggregate grain exports of the whole United States were 
but 234,000,000 bushels, about 24,000,000 bushels being 
from the Pacific coast.) 

For the week ending July 29, receipts and shipments at 
Chicago and Milwaukee were : 





———Receipts.-_—-— ——— Shipments,—-. 

1881. 1880. 1881. 1880. 
Ere 3,777,180 4,744,641 3,848,426 3,428,972 
Milwaukee... .... 256,470 253,783 177,433 88,862 

And at Buffalo: 

-——Receipts. — — ——Shipments,—-— 

88 1. 880. 1881. 1880. 
By water.......... 2,317,500 2,416,800 1,083.600 1,462,500 
errr 813,000 1,301,000 2,744,050 2,383,900 
OER siicv:cwes'st 3,130,500 3,717,800 3,827,650 3,846,400 


It is surprising to see the rail receipts at Buffalo so much 
less than last year. The total shipments being about the 
same as last year, canal shipments are 378,900 bushels less 
and rail shipments 360,150 bushels more. From the open- 
ing of canal navigation to July 29, 43.7 per cent. of the 







Kentuck, 
Knox & 













Lehigh Coal & Nav. Co.......... Pac. .27, 164, 176 
Lehigh Vabley............+. 44 W & Northern 286 
Ligonier Valley................. 48 Wisconsin Central..... ‘ 331 
Little Rock & Fort Smith ..... Worcester 6 


Long Island 


Providence & Worcester. 





This company owns a line from Worcester, Mass., to 
Providence, R. I., 43.41 miles; the East Providence Branch, 
7 miles, and the Worcester Depot Branch, 1 mile. It leases 
the Milford & Woonsocket road, 3.88 miles, and the Hopkin- 
ton road, 11.55 miles, making 51.41 milesowned and 66.84 
worked. There are 30.90 miles second track, The Worces- 
ter Depot Branch has been sold to the Norwich & Worces- 
ter Company, reducing the mileage owned this year to 50,41 
miles. The report is for the year ending Sept. 30. 

The equipment consists of 30 locomotives; 30 passenger 
and 11 baggage and mail cars; 1,281 freight and 3 service 
cars. 


The general account is as follows: 









. ‘ . SER SWE n0 ne + 055+ 40nd assed degrade pecs onewns sein $2,000,000. 
shipments were by canal this year, against 60.3 last year. mds 1,242,000.00 
The average canal shipments per day were 331,370 bushels | Notes 530,000. 
last year and 193,255 bushels this year, a decrease of 42 per | Bills and accounts payable..................0..+0eee0 38,549.46 
cent. Until the low rail rate was made the average weakly i aero 261,970.24 
canal shipments had been 1,673,685 bushels; last week they Total coed $4.072.519.70 
were but 1,083,600 bushels. Construction and equipment. ./2 sisiesiaae 
For the same week ending July 29 receipts at four East- Ss hiis Solos pica baen-s4 s4céks ox bone 57,337.39 
ern ports were: SIO INN a cesesciensnenntcdseceteorss 12,091.72 
RUESGs (escscashueeadns as vaacieeacatauan 432,712.21 
New York, Boston, Philadelphia. Baltimore. _ Total. ——_— _ 4,072,519.70 
Peoitotd 638 Os G3 bot "190.0 | <. GTOSS debt of company Sept. 30, 1879, as per report of 
1880 Es, Sees 5 239 958 671 125 965.500 2.028 195 8.904 778 Sept. 30, 18 79, $1, 795,576.76; less inventory value of roll- 
P.c.oftotal. 58.9 "5 10.8 "$2.8 ° 100.0| ing stock, materials, supplies and cash on hand Sept. 30, 


Considering the very great change.in the totals, the 
change in the percentages is trifling. 

Of the New York receipts 1,291,190 bushels, or 33 per 
cent. of the whole, were by canal this year, against 3,016,- 
788 bushels, or 58 per cent. of the whole, last year. 

Buffalo grain receipts up to July 31 were as follows, flour 
in barrels and grain in bushels : 














—--——Flour.--——— — Grain,———-—, 

1881. 880. 1881. 1880. 
er RA. 2. ans 594,095 531,324 28,252,747 52,817,169 
pee 538,500 533,900 18,189,800 19,510,900 
Ws onncdee 1,032,595 1,065,224 46,442,547 72,326,069 
Per cent by rail... 52.0 50.1 39.2 27.0 
The total decrease in flour was 32,629 barrels, or 3.1 per 


cent.; in grain, 25,885,522 bushels. 


or 35.8 percent. The 
decrease was almost entirely in the 


lake movement, rail re- 


1879, $315,834.12; total net debt Sept. 30, 1879, $1,479,- 
742.64, Gross debt of company Sept. 30, 1880, $1,810,- 
549.46; less inventory value of rolling stock, materials, sup- 
plies and cash on hand, Sept. 30, 1880, #502,141.32; total 
net debt, Sept. 30, 1880, $1,308,408.14; net increase of 
debt in 1880, $171,334.50. The funded debt oh Sept. 30, 
1880, was $1,242,000; 1879, $1,176,000; increase in funded 
debt ‘in 1880, $66,000. . 
There have been sold during the year $566,000 of the 
company’s 6 per cent. mortgage bonds, maturing Oct. 1, 
1897, part of the proceeds of which were used in retiring 
the $500,000 of bonds due July 1, 1880 (all of which have 
been paid), and the balance to go toward the payment of the 
floating debt of the company as it may become due. There 
was received from the sale of the bonds a premium of 
$67,970, which was credited to our profit and loss account. 
The floating debt of the company has been reduced during 
the year by the payment of its notes to the extent of 


, 


ceipts of grain falling off but 6.8 per cent., and rail re- | $60,000 


ceipts of flour increasing 0.9 per cent., while the loss in lake 
receipts of flour was 7 per cent., and of grain 46.5 per cent. 





The traffic for the year was as follows : 


A . 1879-80. 1878-79. Increase. P.c. 
Shipments eastward of grain received by lake to July 31 | Train miles.............. 710,286 620,600 89,686 144 
were as follows, in bushels eee RUMEN. | oduabasaans i-sscarenen “ol 
isn, 1600, ecease we |Puamemmerscaesed aut Ainge eter 186 
: . Be. tC. assenger miles......... 5, 7 753,392 2. 47 i 
By canal......... 14,440,427 33,442,647 19,002,220 56.8 | ‘Tons freight carried.... 787,521 675.580 "111.992 16:5 
rail........... 11,276,178 = 16,455,925 = 5,179,747 = 31.5) Ton miles............... 23,669,729 19,286,814 4,382,915 22.7 
Total........ 25,716,605 49,898,572 24,181,967 48 5 Average rate : 
; a were rae. Per pass. per mile...... 2.33 cts. ROP 5 isu 

Per cent., by rail. 43.8 BE ip shoe Pesce cy -vibosse Perton per mile, locul.. 3.33 “ Le os « 

The canal opened May 17 this yearand April 20 last year,| “ “through 2.14 “ ie Ae oe aa fn 





nearly a month earlier, 





The average passenger train was 3.4 cars ; freight, 19.2 
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Through freight was about three-fourths of the 








cars. 
business. 

The earnings for the year were as follows : 

1879-80, 1878-79. Inc. or Dec. P.c, 

Passengers..”...... $373,054.35 $325,343.76 I. $47,710.59 14.6 
Freight ae 673,940.63 573,973.39 I. 99,967.24 17.4 
Mail, etc...... ... 22,649.23 20,535.10 I. 2,114.13 10.1 

WEE oc cccccsced $1,069,644.21 $919,852.25 I. $149,791.96 16.3 
Expenses....... 751,068.57 569,507.05 I. 181,561.52 31.9 

Net earnings.... $318,575.64 $350,345.20 D. $31,769.56 9.1 
Gross earn. per 

_ ear 16,003.05 13,762.00 I. 2,241.05 16.3 
Net earn. per mile 4,764.24 5,241.55 D. 477.31 9.1 
Per cent of exps.. 70.22 61.91 I “a sak 


Expenses include rentals, 
years, Last year’s expenses 
new property. 

The general exhibit for the year was as follows: 


which were $19,080 in both 
also included $107,306.64 for 





IN, 0.4 incetemebhtnpeasbrakbhhakbeoueesbataaad $318,575 .64 
INN. shit nd iden sinshne cdsiiaabind 566,000.00 
Premium on bonds 67,970.00 
MUN WINE os ac cnanetauskes0ss dees co00 ss Uensecoeedees 8,527.00 
Increase in unpaid dividends..................ceeseeees 38.00 
Ne ec cittbedterds thadsdtinsatiigdseiebhsies $961,110.64 
DI, chcnceninntersanensnde, beeen $93,988.14 
tiividends (6 per cent,)..............ceseeees 120,000.00 
sine 0066505 twebussncnensenntectad ,000 .00 
ES ainnnn teskthensiesterbecsneenns 61,000.00 
We SEIDD ccarcevccsesesancsea asics 2,500.00 
ee rer 7,260.00 
Increase in cash and property............ 177,372.50 
—- 961,110.64 





The great increase in business required an increase in 
facilities, and righ gate geen are in progress, including 
additional land for yard and terminal purposes; the build- 
ing of new shops at Valley Falls and the removal of the re- 
pair work there from Providence; the rebuilding of a bridge 
destroyed,py fire; several new bridges and otner additions, 
There were 815 tons steel rails and 45,000 uew ties laid. 

About $169,000 were speut on these improvements. Dur- 
ing the current year about $450,000 have been spent on im- 
provements, chiefly for second track, new shops and new 
equipment. 


Rutland. 


Tbis company owns a line from Bellows Falls, Vt., by 
Rutland to Burlington, 120 miles, and it controls and leases 
the Addison road from Leicester Junction, Vt., to Ticon- 
deroga, N. Y., 16 miles. The whoie property is leased to 
the Central Vermont Company at a minimum rental of 
$258,000. The company’s report for the year ending June 
80 relates only to the financial results and has no state- 
ments of traffic. 

The general balance sheet is as follows: 











CeO GONE ss ook) k:datsncddse . $2,480,600.00 
cca seaan se ednescae Sabu Aeseiee bhaeden 4,600,000.00 
I ii dihis ob xces onsen seeschdnnasdimesindad $6,480,600.00 
Equipment bonds... ...... 
Ficst-mortgsge bonds 1,500,000 
Five per cent. mortgage bonds....... 1,500,000 
——— _ 3,003,700.00 
arte CUNTAGING «055 60.2 5c sic siosccee, secretions 52,675.88 
NII iciasaschabadoeiornbiancschee adenncksue 13,429.50 
Tis nes hehe eh os. ain mtaies Xpace anid eeeaaiaieal $9,530, 405.38 
Construction account..... ........... $8,984,519.39 
I ss vabin cakeanienbin dite sabes 115,925.87 
Addison R. R. securities... .......... 339,500.00 
Rent due and unpaid............ ..... 11,500.00 
ink sskteectascos sduWesstinoser 78.960. 12 





9,530,405.38 

Of the first-mortgage bonds $1,457,090 have been sent in 
and stamped as accepting the reduction of interest to 6 per 
cent. There remain $2,100 old Rutland & Burlington first- 
mortgage bonds never presented for payment, but the time 
for their redemption having expired under the statute of 
limitations, they are no longer a legal liability of the com- 














pany. The first-mortgage bonds now bear 6 per cent. in- 
terest. 
The income account is as follows: 
WR TG) 5 oat anand airs caneaazacacsaccoaus 23,679.31 
Rent of road......... .-253,000.00 
i. s ininiuns open kahehen banmeees timate 2,501.90 
ee er Os in sib.csis. Raicandsndcceadbacsavdca 154,900.00 
SADR GE B HOP OME. OB ies onde 0 0.tieincs.ccedcvierscccsdes 185,900.00 
WER i. cs cnasns et «cases $624,981.21 
Ne inns cntescbe aseheahanneraeiwe naad \ 
Rent of Addison R. R. J 
ee Er te F 
Rutland & Burlington bonds and interest.. 41,116.43 
Scrip pOid.............secescesscceee sovceee a2, 
Equipment bonds paid 400. 
ee ere +785. 
Salaries and miscellaneous............... - 10,049.25 
-———-- 546,021.09 
Ce, DB inns scsen a tneniSndncewr inet $78,960.12 


From this surplus a dividend of 114 per cent. on the pre- 
ferred stock has been declared, payable Aug. 15. This is 
the first dividend for along time. It will require $60,000, 
leaving a cash balance of $18,960.12. The road is reported 
as kept in good condition by the lessee. 


Troy & Greenfield. 


This road, which includes the Hoosac Tunnel and is owned 
by the State of Massacbusetts, extends from Greenfield, 
Mass , to the New York state line, 49.77 miles. Of this the 

rtion known as the Southern Vermont road, from the 
Massachusetts line across a corner of Vermont to the New 
York line, 6.17 miles, is leased to the Troy & Boston Com- 
pony. The Troy & Boston and the Boston, Hoosac Tunnel 

Western companies run trains over the road from the 
Vermont line to North Adams, 6.60 miles, and the Fitchbure 
Company runsits trains from Greenfield to North Adams, 37 
miles, paying tolls on the business carrie. 

The earnings for tne year ending Sept. 30, 1880, from 
tolls were as follows: 

















Fitchburg. Troy &B. B..H.T.& W. Total. 
Passenger..... $37,693.87 $7,520.23 $2,671.37 $47,885.47 
Preighs........ 120,521.26 19,966.59 5,124.79 145,612.64 
eee 862.5 807.50 43,92 4,713.92 
Total....... $162,077.65 $28,294.32 $7,840.08 $198,2'2.03 
Rent of Southern Vermont R. R...................... 12.00.00 
Oe eer cet OPE er rn eee 5,207.72 
a ee een eee $215,419.75 
oh . basen cekeiinetasiiesitees sebanotensvens 123,760.55 
PENND axa) sane jbckhnnn aise taht hehe dee Ge beetle $91,659.20 


The expenses include $12,213.64 for damage by landslides. 
The state maintains the road but does not pay the cost of 
moving passenger or freight trains. 

The total amount earned over the road was $417,209.43, 
of which $341,151.42 was by the Fitchburg Company, 
$59,555.71 by the Troy & Boston and $16,502.30 by the 
Boston, Hoosac Tunnel & Western. The total for the 
Aer year was $318,547.71, an increase last year of 

98,661.72, or 32.4 per cent. The tolls remained at 47.509 
per cent. of earnings, as fixed by arbitration: 


RAILROAD EAR 


NINGS IN JUNE. 









































The traffic for the year was as follows: 


Pee 1878-79. 


Jes’ 
1879-80. 1878-79. 








Loaded cars moved ... 402 27,020 23,850 8,862 
Empty “ Le 933 535 29,55 18,540 

Obes 55,335 27,555 53,888 27,402 
Passengers carried .... 62,340 26,113 114.386 34,429 
Passenger miles . 1,455,420 769,527 1,707,365 795,936 
Tons freight ... " 578,511 333,757 126,632 46,035 
yo | ETI 21,696,687 13,371,316 4,544.244 1,677,573 


The great increase in traffic is notable, especially that in 





west-bound business: There were 10,624 trains 











MILEAGE. EARNINGS. EARNINGS PER MILE 
Name oF Roan. —- —_— —s> . Th centiamerretigene 
| ) 
1881.| 1880. Inc.'Dec P. c. 1881. 1880. Increase.| Dec. P.c. | 1881. 1880,|Inc Dec. | P. c. 
8 | 
Ala, Gt. Southern ..... 51,735 40,821 24.6 178 141) 37]..... } 24.6 
At.,Top.&S.F... .. 1,186.000 747,012 58.4 738) 549) 289)..... 34.4 
Bur., Cedar Rap. & No. 205.912 153,57 34.3, 365 312) 54)..... 17.5 
Cairo & St. Lonis...... 33,551 33, 1.0, 230) 2.52) i 2 1.0 
Central Pacific ........ 2,063,000, 1,724,950 191} 758 710) 48)..... 6.8 
Chesapeake & Ohio..... 244,305 214,255 14.0; 562 493 6¥)..... 14.0 
Chi & Alton..... ..... 616,935 617,524 0.9 734, 735 ..!| Bices:aes 
Chi. & Eastern IIl...... 140,2°9 934.234 50,6 618 424 194)..... 46.2 
Chi., Mil. & St. Paul... 1,731,000 1,037,958 66.9, 456 400 56)..... 14.0 
Chi. & Northwestern... 2,231,900 ,8666.332 33.9 805 723 8O)..... 11.0 
Chi., St. P., Minn. & O., 404,241, 218.093 88.5, 421 299122)... .) 40.7 
Central Iowa........... #9,918 73,531 22.1) 411; 385, 2dj..... 6.8 
Cin., Ind., St. L, & Chi. 188,256 200,352 6.0 627 668....) 41 €.0 
Cin. & springfield...... 83.439 73,978 13.2 3.2 
Cleve., Col., Cin. & Ind. 39.914 354,011 11.3 1.3 
Cleve.,Mt. Ver. & Del... 35, +84 35.1 0.9 9.8 
Denver & Riv Grande. . 584,230 295,455 97.9 8 
Des Mouines & Ft. Dodge 82,8;8 24,119 36.5 5 
Det.. Lan, & No. . ... 12u,040 90,142 33.2, 5 4) 8 
eh SRR ee 267. B85 239,888 11.7, 950 851 99)..... 11.7 
East Tenn., Va.& Ga... 129,646 111,812 15.9 256 221 35)..... 15.9 
Flint & Pere Margq...... .588 13:3,297 20.5 505° 444 61)..... 13.5 
Hannibal & St. Jw. .... 194,949 179,396 8.6 665 614 54)..... 8.6 
Houston, E. & W. Tex. 13,813 5,374 56.0 157 io. Cee 112.2 
Houston & Tex. Cen... 2 27,823 195,329 16.4; S7O) BoB Di ....}..c050. 
ul. Cent., Il. lines. .... 603,614 548,201 10.1 658 4597 61)..... 10.1 
Iowa lines............ 157,740 133,536 18.1; 392 352 6U)..... 18.1 
Ind., Bloom. & West... 96,586 re RS re 400; 460)... |.....)-02000. 
Ind., Dec. & Springf. .. 33, 165 39.153 15.4 217 +266)....| 30: 16.4 
Int. & Gt. Northern.... 172 004 96.206 79.0 275 180 95)..... 52.8 
Lake Erie & West.. ... 127, 9¥6 105,565 21.2; Bod 22 6lI,.... 21.2 
Louisville & Nashv.. 807,900 667,300 21.1) 440 382 48)..... 12.3 
Memphis & Charleston 75.276 52,885 42.3; 208 181) 7%|..... 42.3 
Memphis, Pad. & No.. 17,746 14,269 246 154 124 30)..... 24.8 
Mil., Lake Sh & West. 47,732 30,652 55.2) 11: 141 5v 45.7 
Winn, & St. Louis. .... 144,478 72,809 98.5 615 324 291 89.5 
Mobile & Ohio......... 13°2,692 117.272 13.2; 262 232 3u).. 13.2 
Nash., Chatta. & St. L. 54,549 144,43u 70 33L 418 ls 4.0 
Norfolk & Western.... 150,756 133,764 e 12.6; 352 813 38Y)..... 12.6 
Northern Central. .... 487 287 419.193 t 16.3 1,495 1,286, 20¥ 16.3 
Northern Pacific. ...... 368.276 253,105 BERET Ee cnscces 45.5 488) 351/137 ..... 3Y. L 
Paducah & E’town..... 36.735 29,30 THO scceeces 25 6 390; 158) 41)..... 25.6 
Pennsylvania .. B. 3,807,437 3,221,476 585,961 ......... 18.2; 2,402 1,721 281)..... 16.5 
Peoria, Dec. & Evans.. 49,985 42,570 7,415 37D) Dus BOB) ..cclssee. 0.9 
Phila. & Reading ...... 1,707,296 1,393,536. 308.760 22.1; 2,018 1,653 365 22, #21 
st. L., Alt. & T. H., 
men BAO... . 220 seine 116,406 106,037 10.369 . 9.8 507, 544 533..... 9.8 
Belleville Line. ..... ° 51,540 44,370 A ere 16.3 726 625 101... . 16.3 
St. L., Iron Mt. & So... es 468,400 364,454 104,946 ...... 28.9 684 531 153)..... 28.9 
St. L. & San Francisco. 9. 260,254 173,788 86,466 49.7, 403 294 109..... 37.1 
St. P.,Minn. & Manitoba 2 32. 405,322 243, 07 161.915 66.6 468 371 97. 26.1 
Scioto Valley. ........ y 28. 38,239 21.874 16,365 74.4 230 219 80)..... 36.4 
Texas & Pacific... .... 820 5 320) 34.0 243,013 133,951 GO,062).... ... 72.4 234' 268! 16)..... 6.0 
Union Pacific.......... 3,446 3,002 444 ... 14,8) 2,590,969 1,928,528 662.441 ...... 34.3 752 642 110 17.2 
Wabash, 8t. L.& P...| 2,479 2,384 95)..... 4.0) 1,308,992 1,144,755 164,237)........ 14.3 S528 480 48 10.0 
Total, 54 roads .. .. 39,084'34,570: 4,527; 13 .....| 26,083,619 20,336,061 5,766,583 19,025 ...... 667 S88 79. 13.4 
ll a eerie 5,747,558) ....... Meebchtddelanscctlonublcanediaeeshs 
RAILROAD EARNINGS, SLX MONTHS ENDING JUNE 30. 
MILEAGE. EARNINGS. Earnines Per Mine. 
Namr OF Roan. D 
e- 
1881. 1880. Inc. Dec P.c. 1881. 1880. Increase. | crease. P. c. 1881. | 1880. | Inc. ‘Dee. P.¢ 
! 
$ | 
Ala. Gt. Southern ... 290 200...... ......... 344,622 285,996 Ere 20.5| 1,188 986) 202|...... 295 
Bur.,Ced. Rap. & No. 564 492 72 14.6, 997.033 982,347) 14,686).......... 1.5| 1.768 1.994 ......) 226 715 
Cairo & St, Louis..... 146 «146 ...... © S000 203.995 178,895 23,100) .......... 14.0, 1,397 1,225, 172|.. .. 14.0 
Canada Southern..... 400 400 ...... --+-- 1,817,852  1,885,336).......... 67,484 3.6 4,545) 4,713 ....... 168 “6 
Central Pacific........ 2,700 2,376 324 13.6 10,770,133 8,504,692) 2,265,441)... ....... 26.7 3,989 3,579 410...) 415 
Chesapeake & Ohio... 435 435... .. sees, 1,299,201; 1,259,016 RR 32 2,987 2,894 93....... 39 
Chicago & Alton...... 207.3: ot a 216,817 6.3 3.818 4,076... .. 258! 63 
Chi.& Eastern Illinois 2, 532,741; 220,700).......... 43.1 3,359 2,976 38% ...... 19/9 
Chi. & Gd. Trunk.... 593,274  114,438).......... 19.4 2,113 1,771 342 ||. 19/4 
Chi., Mil. & St. Paul... 5.447.465) 1,672,535)... ....... 30.7; 1,878, 2,232)...... 353 16.0 
Chi. & Northwestern.. 8,484,653) 468,2.3).......... 5.5 3,231 3,700 486) 127 
Chi., St. Paul, Minn, - 
a EE dis 1,336,137 347,408'.........., 96.0) 1,772) 1,°51), 19 43 
Cin., Ind.,St. L. & Chi. 1,088, 708)....50- -.| 15,607) 1.4 3,540 3.612)....... 52) 14 
Cin. & Springfield... 428.856 42,950'...... 10.0 5.825 5,295 530...... 10.0 
Cleve., Col.,Cin. & Ind. 1,915,526 ae 42 5.103 4,899 2047000... “42 
Cleve., Mt. V. & Del.. | ae 5414.0 1.414 1,351 6300... 47 
Denver & R.G...... 1,066,828 1,488.931 ...... .. 139.5 4,006 2,822 1,184 170") ga'n 
Des Moines & Ft. D'ge 135,050 ss cities 15.3, 1,854 1,603 246 1... 15:3 
Detroit, Lan. & No. .. 569,007 oS Oa 9.3 2.766 2,723 SB .ccon| BS 
East. Tenn., Va. & Ga 849,47! ane 12.3, 2,741 2,441 300. ...., 123 
Flint & Pere Mar..... 743,117; 161.549!.......... 21.8 2,845, 2,477 368 1... 148 
Great Western.... ... , 2,386,408) 197,650 .......... 8.3 4.912) 4.537 375 (210) “g’g 
Hannibal & st. Jo..., 1,016,394 1,136,554) sevcccccccs 120,160 10.5 3,48L 4,895 .......415 10.5 
Houston, E. & W. Tex 63,013 44,669 BE cccavandes 47.4 750, «620 135 .... 20.9 
Houston & Texas Cen 1,734,209 1,461,833, é ’ A 4.9 
Ill. Cen., Til. lines ... 2,920,727 2,800,762! 0.5 
Towa lines.......... 739,278 804,274 8.1 
Ind., Bloom. & West.. 578,675 55 4,394 3.6 
Ind., Dec. & Springf.. 215,150 161,427 22.7 
Inter. & Gt. Nerthern 1,148,153 717,552 36.7 
Lake Erie & Western. 615,596 454,970 23.8 
L. Shore & Mich. So. . 8,970 000 =9,073,00) 11 
Louisville & Nash.... 5,046,305 3,748,281 13 
Mem. & Charleston. . 571,225 492,498 1.6 
Mem., Pad. & No..... 114,259 95,711 18.3 
Michigan Central..... 4,340.00) 4,621,000 61 
Mil., Lake Sh. & West 240,523 35,459 2 
Minn. & St, Louis..... 477.673 310,100 47.5 
Mo. Kan. & Vex...... 2,203,923 1,930,845 11.3 
Mobile & Ohio...... ee 1,109,523 1,009,124 9.9 
Nash.. Chatta, « St.L. 1,079,223 1,024.98 29 
Norfolk & Western... 98 3,158 902,514 89 
Northern Central..... | 2,661,863 2,217,791 20.0 8,165 20.0 
Northern Pacific...... . 1,235,647) 0:34,425 32.3. 1.674 1,305 2.0 
Pad. & E’town........ ces 247,578 181,46 66,116).......... 36.4, 1338 BL! 357 36.4 
Pennsylvania......... 1,902) 1,872)  30.. 1.6 21,553,839) 19,4 54.071 2,119,768) .......... 10.9 11,332,10,382 950 9.1 
Peo., Dec. & Evansv 226, 167 59 30.3 274,317 175.919) = =103,388).......... 58.7, 1,236) 1.053 183, 17.4 
St.L.,A.&T.H., M. Li’e | RSE ee Aree 722,229 629,54 + PE shteesee.s 14.7, 4,704 3.228 476 147 
Bellevitle Line...... 71) Milsacsnelececicccen 363,544 409,921 5d,@23).... .... 18.9 5.191 4,365 828. 18.9 
St. L., Iron Mt. & So.. A. Ee eee eee 3,329,427) 2,618,480, 711,041 27.3 4.561 3,823 1,038 27.3 
St. Louis & San Fran. 633 530 103,.... 19.4, 1,461,670) 1,116932) 344,703.01)... |. 309! 2,303 2,107 "202. 95 
St. P.. Minn. & Man ..| 866) 656 210 ....' 32.0) 1,948,281| 1,438,002) 510,279 33.5, 2.250) 2,192; 58).: 26 
Scioto Valley ........ 105 10) Bi ince]. Oe 16 »,060 135,262 Dsetersces 22.2 1,572 1,354) 219 16.2 
Texas & Pacific........ 684) 463) 221) .... 47.7) 1,619,197) 1,129,221) 489,970 ........ .. 43.4 2,367, 2.439) ..... 2.8 
Union Pacific.... .... 3,446) 3,002, 444 ... 14.8 11,528.582) 10,451,14;) 1,077,438 ..... 10.3 3,445 3, 11 
Wab., St. L. & Paeific. 2.479 2,384 95..... 40 6,227,235 6,347,266) e+e 120,001 19 2.512 2, 5.6 
Total, 56 roads... ...'39,568'34,762/4,819, 13... .. 136,899,759)121,016,31U) 16,881,055 997,606 ..... 3,400 3,481 21; 06 
Total MCTORSS......) 2.00 cel scccese RP 02) MO vecccpeesess| oo sb¥ssens |15,883,440).......... kee oe sSeschtline- fee 
| 
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through the tunnel—2,810 passenger, 3,955 freight 
,888 gravel and 


light engines, 1.434 pushing engines, and 1 
ae n trains. 
xpenditures for construction during the year were $94, 

744.91, chiefly for second track, new A these and allnet, 
There were 14,800 ft. new sidings laid during the year. The 
sum of $2,697.05 was also spent for telegraph construction. 

The road is operated since the close of the year, and tolls col- 
lected under new contracts made under authority of an actof 
the Legislature in 1880. Since the conclusion of the 
year, the New Haven & Northampton road has made con- 
nection with the line, and the Massachusetts Central is ex- 
pected to do so this or early next year. 
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EDITORIAL ANNOUNCEMENTS. 


Passes.—All persons connected with this paper are forbid- 
den to ask for passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 





Addresses.— Business letters should be addressed and drafts 
made payable to THE RAILROAD GazETTE. Communica- 
tions for the attention of the Editors should be addressed 
EpitoR RAILROAD GAZETTE. 





Advertisements.—-We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
umMNS We give in our editorial columns OUR OWN opin- 
tons, and those only, and in our news columns present only 
such matter as we consider interesting and important to 
our readers. Those who wish to recommend their inven- 
tions, machinery, — jinancial schemes, etc., to our 
readers can do so fully in our advertising cu'wmns, but it 
is useless to ask us to recommend them editorially, either 
for money or in consideration of advertising patronage. 





Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if they 
will send us early information of events aaa take place 
under their observation, such as changes in railroad offi- 
cers, organizations and changes of companies, the letting, 
progress and completion of contracts for new works or 
tmportant improvements of old ones, experiments in the 
construction of roads and machinery and in their man- 
ayement, particulars as to the business of railroads, and 
—— as to its improvement. Discussions of subjects 
pertaining to ALL DEPARTMENTS of railroad business by 
men practically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early copies 
of notices of meetings, elections, appointments, and es- 
pena annual reports, some notice of all of which will 

published 


RAILROAD EARNINGS IN JUNE AND THE HALF- 
YEAR. 

Our table of railroad earnings in June has reports 
from 54 railroads with an aggregate this year of 39,084 
miles of road, or 13 per cent. more than they worked 
last year, and something more than 40 per cent. of the 
total now in operation in the United States—the larg- 
est mileage that ever reported a month’s earnings. With 
this increase of 13 per cent. in mileage their gross 
earnings increased no less than 28.3 per cent., and 
their average earnings per mile of road from $588 to 
$667, or 13.4 per cent. Yet the comparison is with 
one of the most favorable months in the history of 
our railroads. The earnings per mile of 50 railroads 
that reported for June last year were 162; per 
cent. greater than the year before ; June in 1879, how- 
ever, was for many roads a very unfavorable month, 
through rates on freight being then lower than ever 
before or since. The gain in June from 1879 to 1881 
on many roads is something marvelous, as the follow- 
ing instances will indicate : 


——Total—-—— — Per mile —., 

1881. 1879. 1881. 1879. 

Deh, Bo. BSR oc ccsiass $1.126,000 $410,808 $738 $445 
Chesapeake & Ohio........ 244,305 148,457 BEL 562 
Chi. « Northwestern..... 2,231,900 1,393,087 805 645 
Cleve., Col., Cin. & Ind 393,914 267,895 1,007 685 
Denver & Rio Grande ..... 584.230 91,873 753 272 
Flint & P-r3 Marquette.... 160,588 73,996 605 264 
Hanuvibal & St. Jo...... ... 194,949 107,560 668 368 
International & Gt. North. 172,044 86,648 275 168 
Minneapolis & St. Louis... 144478 37,845 615 307 
Mobile & Ohio.............. 132,692 91,609 262 181 
Norfolk & Western........ 150,756 102,247 352 239 
Northern Central.... ..... 487,287 315,307 1,495 967 
Northern Pacific........... 368,276 198.744 488 309 
SRO .807.437 2,390,809 2,902 1.393 
SL.,Alton€T.H.MaioLine 116,403 69, 169 597 335 
do. Belleville Line........ 51,540 31,736 726 447 
Iron Moun‘ain............. 468,400 231.921 6384 412 
St. L.& S.nFrancisco.... 26,25 88,266 403 241 
St. P., Minn. & Man....... 405,322 190,349 468 340 


A number of these roads having greatly increased 
their mileage, we give the earnings per mile by the 
side of the total earnings, asacheck. All but three 
of these nine roads had 50 per cent. more total] earn- 
ings in Juve this year than in 1879, and all but five 
had an increase of more than 50 per cent. in earnings 
per mile even, It is not so surprising that roads 


1 


in new country, like the Atchison, the Denver & Rio 
Grande, the Northern Pacific and the Manitoba should 
| make very large gains; but the great increases of such 
roads as the Cleveland, Columbus, Cincinnati & In- 
dianapolis, the Norfolk & Western, and especially 
the Northern Central and the Pennsylvania give un- 
mistakable evidence of the tremendous change in 
the industrial activity of the country as a whole. 
These two old roads, serving as outlets for the traffic 
ofa very large part of the country, have earnings 
respectively 55 and 58 per cent. greater than in June, 
1879. It is to be said of all the older roads we have 
named, however, that their June earnings in 1879 were 
made small in spite of a very large through traffic by 
the very low rate then ruling. 

Turning now to the comparison with last year, we 
find that of the 54 railroads reporting only five had 
smaller total earnings or earnings yer mile this year: 
and 16 had an increase of more than 25 per cent in the 
latter. We have before (July 15) shown how on 
many Northwestern roads, earnings were, as_ it 
were, unnaturally large this year, because the severe 
winter prevented shipments earlier. A considerable 
number of roads down to June had had smaller earn- 
ingsthis year than last, but without exception these 
gained largely in June. 

Below we give our usual table of earnings per mile 
for six successive years : 

Earnings per mile in June, 1876 to 1881. 


1876. 1877. 1878. 1879. 1880. 1881 

Ala. Gt. Zouth...... .... Pe axe ie $80 $141 $178 
Atch.,Top. & S. F..... $270 $264 $318 445 54! 738 
Se eS eee 189 245 233 25 312 365 
Ys 8 eee 164 137 132 121 232 230 
Ceutral Pacific ......... 1,165 736 660 662 710 758 
ce sO ee sore reer — 341 493 562 
Chic, & Alton.... ....... 694 529 5380 627 735 34 
iS 2 1 See kas 314 =381 417 424 618 
Cie. ae. @ OOP... .. 627 417 433 451 400 456 
CREE, Wacis satcoet 686 493 519 645 725 805 
Central Iowa............ _— 231 290 ass 385 411 
Cin., Ind., St. L.& Chic. 653 621 619 647 = 668 627 
Cleve., Col., Cin. & Ind. 820 734 635 685 905 1,007 
Cleve., Mt. V. & Del.... 214 224 186 231 224 246 
Denver & R.G ......... 289 214 294 272 585 758 
PR Saga rakan oxwes - 776 697 767 851 950 
E. Tenn., Va. & Ga..... «... 243 iss 254 22 256 
iy’ Ss Se ae ee 264 444 505 
Hannibal & St. Jo...... 478 559 471 568 614 66: 
Houston & Tex. Cen.... ... Peay 257 327 378 379 
he SS eee 723 547 627 539 597 ~=6658 
Ill. Cen., in Iowa........ 385 237 303 299 332 392 
Ind., Bloom. & W.... .. 375 248 384 450 460 460 
Oe ee: See 141 146 148 168 180 275 
Louisville & Nush....... 515 558 531 518 392 440 
Mem. & Charleston..... Pug! 157 199 ee 181 258 
Mem., Pad. & Nor...... a 110 25 100 124 154 
AS eee : ae ae 308 324 615 
Mobile & Ohio... ...... 163 168 173 181 232 262 
Nash., Chat. & St. L.... 347 340 263 301 318 331 
Norfolk & West......... er 299 = 281 239 313 = 352 
Nortnern Cen.... ....... 1,164 1,005 941 967 1,286 1,495 
Northern Pac. ......... as ah roe 309 351 488 
Pad. & E’town.......... so RES 121 114 158 199 
Pennsylvania __.......... 1,787 1,425 1,387 1,393 1,721 2.002 
Phila. & Reading........ 1,214 1,285 1,586 1,450 1,653 2,018 
St. L.& T. H.,MainLine ... a hes 355 544 597 

do Belleville Line.... 525 495 542 447 625 726 
St. L., Jron Mt. & So.... 369 400 372 412 531 684 
St. L. & San Fraa... ... 324 295 243 241 294 403 
St. P., Minn. & Man.... ... cae oh 5 340 371 468 
Scioto Valley............ a 276 283 177 219 # £299 
;. 2. 347 «= 3388 282 272 268 284 

Of 48 roads that report for 1880, only three had 


larger earnings per mile that ear than this; of 41 re- 
porting for 1879, only two had larger earnings that 
year; only one out of 35 had larger earnings in 1878; 
three out of 34, in 1877; while of 26 reporting for 1876, 
seven had larger earnings then than this year. Thus, 
the comparison with every previous year is very fa- 
vorable. 

The largest and smallest earnings per mile for the 
month this year have been: 







Smallest: | Largest: 
| 

Mem., Pad. & North...... $154 | Phila. & Reading........ $2,018 
Ala. Gt. Southern. 178 | Pennsylvania ........... 2,002 
Pad. & Eliz’town.. 199 | Northern Central........ 1,495 
Cairo & St. Louis... 230 | Cleve., Col., Cin. & Ind.. 1,007 
Cleve., Mt. V. & Del. eee ee 950 
“. Tenn.. Va. & Ga... 256 |Chi & Northwestern... 805 
Mem. & Charleston....... 258 | Central Pacific........... 75 

Mobile & Ohiv............. 26:2 | Denver & Rio Urande.... 753 





For the six months ending with June our table has 
reports from 56 roads, with 39,568 milesof road. These 
roads had 13.8 per cent. more miles than last year, and 
they earned 13.1 per cent. more money, their average 
earnings per mile having decreased from $3,481 to 
$3,460, or 0.6 per cent., which, considering the enor- 
mous gain in 1880 over 1879, and the exception- 
ally long and severe winter this year, which 
materially lessened the gross earnings (and still more 
the net earnings) of a large number of roads, is a very 
satisfactory result. Last year the 47 roads report- 
ing showed an increase of no less than 13.7 per cent. 


in their aggregate earnings for the half year 
over 1879. Of the 47 roads_ reporting last 
year, 40 report this, but such important lines 
as the New York Central, the Chicago 


Burlington & Quincy, and the lines of the Delaware 
& Hudson Canal Company are among the missing this 
year, and the average earnings per mile of the 47 
reporting then was larger than that of the 56 report- 
ing now—$4,077 against $3,460. This, however, means 
nothing more than that the earnings per mile of the 
roads that reported last year and do not this was much 
above the average. 





Of the 56 roads reporting for the half year, only nine 
have smaller total earnings in 1881 than in 1880, but 15 
have smaller earnings per mile of road. When such 
roads as the Chicago, Milwaukee & St. Paul increase 
their mileage (mostly by. new road in new country) 55 
per cent. inone year; the Chicago & Northwestern 21 
per cent.; the Chicago, Minneapolis, St. Paul & Omaha 
3114 per cent.; and the Texas & Pacific 48 per cent., a 
decrease in earnings per mile is to be expected, and is 
not at all an unfavorable sign. It would be absurd to 
expect the new roads to earn as much, or anything like 
as much, as the old ones the first year—or the fifth, for 
that matter. 

The decreases in total earnings are all small, the 
largest being 101g per cent., on the Hannibal & St. 
Joseph; the largest percentage of decrease in earnings 
per mile is 16 per cent., on the Chicago, Milwaukee & 
St. Paul, which had 1,347 miles more road, largely new, 
and new and old road snowed under a good part of the 
winter. 

The increases are many of them important, as (in 
earnings per mile of road) 42 percent. onthe Denver & 
Rio Grande, 36.7 on the International & Great North- 
ern, 47.5 on the Minneapolis. & St. Louis, and 36.4 on 
the Paducah & Elizabethtown. Yet it must be re- 
membered that on the whole there was a trifling de- 
crease in earnings per mile of road, and doubtless a 
considerably larger decrease in net earnings; the hard 
winter and higher prices, and in many instances larger 
traffic, having contributed thereto. 

The Northwestern roads whose traffic had been 
reduced until May by the snow, and in May by the 
absorption of the farmers in their farm work on ac- 
count of the lateness of the season, generally made a 
splendid showing of earnings in June, which has gone 
far to make up for the losses of previous months. 


This deferred traffic also lasted into July, and 
made the grain receipts at Lake Michigan 
ports exceptionally heavy in those weeks. The 


railroad war which has so greatly reduced the through 
rates from Milwaukee, Chicago and Mississippi points 
as far north as Burlington has been favorable rather 
than otherwise to these Northwestern roads. It would 
be very favorable to them should it last forever, and 
also to all lines west of the Mississippi, whose fortunes 
would be made if the cost of carrying from the Mis- 
sissippi to Liverpool could be reduced to nothing, or 
thereabout. 

The average earnings per mile of the roads reporting 
this year is not half the average year’s earnings per mile 
for the whole United States reported in Poor’s Man- 
ual—$3,481 (for 1880), against $3,653—whence it would 
appear that the roads reporting have less than the 
average earnings. In connection with this it may be 
observed that not one New England road reports, 
and no New York road, and the New England roads in 
1880 averaged $8,031, and the New York roads $14,032 
per mile, against an average of $7,307 for the whole 
country. So, too, the list lacks such important lines 
as the whole Pennsylvania system westfof Pittsburgh 
and Erie, the Baltimore & Ohio, the Rock Island, and 
the Chicago, Burlington & Quincy, which would in- 
crease materially the average earnings per mile. 

The earnings per mile of road in the half-year are 
given below, for several roads, for the last three to six 
years: 

Railroad Earningsin the first Half-Year. 


1876. 1877. 1878. 1879. 1880. 1881. 
Ala. Gt. Southern... ... ge es $646 $986 1,188 
er, © ee. & OE. 5.506 $1,469 $1,165 $1,863 1,057 1,994 1,768 
Cairo & St. Louis....... 85) 848 74 755 1,225 1,307 
Central Pacific....... .. 6,104 4,649 3,790 3,603 3,579 3.9387 
NON OUND n.55: cscs tages shane 1,868 2,984 2,987 
Chicago & Alton........ 3,456 2,997 2,956 3,221 4,076 3,818 
ot 7S aa fenae. Lease? Meet 2.442 2,976 3,359 
Chiec., Mil. & St. P...... 2,829 2,110 3,010 2,277 2,232 1,879 
| 6 4s & arr Sree eee 3,224 3,700 3,231 
Cleve.. Mt. V. & Del.... 1,173 1,176 1,141 1,167 1,351 1,414 
Flint & P. Marquette... .... .«- . «2. 1.5L 2,477 2,845 
Gt, Western..... ...... ihe 3,904 4,395 3,885 4,537 4,912 
Hannibal & St. Jo...... 3.056 3,135 2,498 3,058 3,896 3,481 
eS are 3,791 3,076 3,146 2,96L 3,164 3,150 
De CR EOWE, sencsee. s0ac0 1,491 1,975 1,740 2,001 1,839 
SS rae 2,468 2,634 2.730 
Int. & Gt. Northern.... 1,235 1,279 1,134 1,322 1.359 1,858 
UE. cc 4. pease .Gh860 caves 2,700 2,783 2,747 
PR eee ee eee 640 832 985 
oe YP a ee ee 1,618 1,378 2,033 
Mobile & Ohio.......... 1,616 1,566 1,776 1,653 1, 2,193 
EME TR Eivccs. scace. “Sees” ansas 2,401 2,557 2,31L 
ee ry 5,627 6,803 8,165 
ID NE cn a, 4.kps bn. the 00) Gosaee DRaes ,070 1,395 1,674 
fy a ere 700 981 1,338 
Pennaylvania.... .... «1 ss. 8,355 8,258 8,988 10,382 11,332 

St. L., A. & T.H., Main : 
SOG 53. encmptsdedisks dscns (ees igbeve 2,053 3,228 3,704 

St. L., A. & T. H., Belle- 

WER EENOS 5n6cc08 cveee ,302 3,359 3,173 3,490 4.365 5,191 
i Ce OR ccscan pncee wanes ses AOD eet aoe 
St. L., Iron Mt. &S..... 2,510 2821 2,729 2,816 3,823 4,861 
PT oes 845s 22 Scees.. Nenes:  ppepe 3,241 1,353 1,572 


Here are 31 roads reporting for the last three years. 
In 1880 eight of these, and in 1879 only two of them 
had larger earnings per mile in the half year than in 
1881. The number reported for earlier years is too 
small to draw a general conclusion from. 

The July report will be affected by the railroad war, 
which will reduce the earnings, more or less, of a very 
large part of the roads east of the Mississippi, and as 
-far north as Burlington and Chicago. Its effect can+ 
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not be fully seen‘in a single month’s earnings, how- 
ever, because traffic is hurried forward whena railroad 
war breaks out, and may be reduced afterwards for 
this very reason. 

A large number of roads, however, will be affected 
by another cause. Last year in July there was a 
wholly unprecedented movement of grain. A large 
part of this was new winter wheat, of which there was 
an extraordinary yield harvested unusually early, 
shipped chiefly from-stations in the southern half of 
Ohio, Indiana and Illinois, and in Missouri and 
Kansas, and greatly benefiting such roads as the 
Wabash, the lines from St. Louis to the East, 
the Pan-handle and its leased lines, etc. This year the 
yield is much less (except in Kansas), the harvest is 
later, and the demand is not pressing. There will be 
less to ship and there will be no hurry about shipping 
it, and probably very, very little new winter wheat 
came forward in July. There are several roads which 
may very likely show much lighter earnings in July, 
in comparison with last year, ‘than in subsequent 
months. The lighter grain movement, together with 
the much lower through rates, tended to make it so. 

The Northwestern roads, on the other hand, have had 
much to favor them in July. Minnesota, Iowaand Wis- 
consin marketed in July what usually they have sold 
by the m iddle of June, and they never market much 
new grain in July, and last year did not fairly begin to 
forward new wheat until September. The two leading 
Northwestern roads have already reported for July. 
The Chicago & Northwestern shows an increase of 
14.3 per cent. (against 33.9 per cent. for June and 5.5 
per cent. for the half-year), and Chicago, Milwaukee 
& St. Paul has an increase of 52.8 per cent. in July, 
against 66.9 per cent. in Juneand 30.7 per cent. for the 
half-year. 





ENGLISH RAILROAD MURDERS. 





The coroner’s inquest upon the death of Gold, the 
passenger recently murdered in an English railroad 
‘‘carriage,” has confirmed the strong suspicions 
against Lefroy, and the verdict definitely charges him 
with the murder. The case of course revives in both 
countries the discussion of the comparative advan- 
tages of the English compartment form of carriages 
and the American long car. Readers of the Railroad 
Gazette will recall a Londoner's defense of the Eng- 
lish form, which was published with an editorial 
answer in our issue of Jan. 21, 1881. 

Lefroy, at last accounts, had been caught. No 
effort was spared ; and the police were as successful 
in this instance as they were when Thomas Briggs 
was murdered in a carriage of the North London 
Railway, now about seventeen years ago. 

The important points in a narrative of the earlier 
case are four: 1. Thediscovery of the murder. 2. How 
the suspected man was traced and caught. 3. The 
trial. 4. Did he confess? 

1. At about ten o’clock on the evening of June 9, 
1864, a railroad irain ran into London and discharged 
its passengers at the depot. The intention was that it 
should at once make a return trip. A ffassenger who 
entered one of the coaches for the trip out was startled 
at finding the seats, the door, etc., profuselygstained 
with blood. He notified the officials, and a close in- 
vestigation was made. No one had been seen to leave 
that coach on its arrival. It contained a hat, a walk- 
ing stick and a leather hand-bag; and there were 
abundant indications that it had just been the scene 
of some fearful struggle and crime. Indepen- 
dently, but almost at the same time, an engineer and 
fireman discovered lying upon the track a mile or two 
from the depot the insensible though breathing body 
of a man, whose skull had been crushed by heavy 
blows. He was removed to near shelter and carefully 
tended through the night, but died next morning, 
without having recovered consciousness or given any 
information. 

Inquiry and comparison of facts at once elicited 
that the deceased was a London banker’s clerk, named 
Thomas Briggs, 68 years of age, a man of good char- 
acter and position and of sume means. The news- 
paper pictures of the day represent him as tall and well- 
formed, of kindly and intelligent countenance, full- 
bearded and young-looking for his age. He had taken 
a seat in the coach at the previous station. The cane 
and hand-bag found in the vacant coach were known 
tobe his. The bag was one which might attract cupid 
ity, being of the kind used by bankers’ clerks in car- 
rying specie, but it was empty. A little-more than 
£4 in money was found in his pockets. His watch 
and chain were missing, and they had evidently been 
torn away violently, for the chain had been broken at 
the hook, which still held to the vest. The hat found 
in the car was pronounced not that of Mr. Briggs; 
the murderer had inadvertently dropped his own, and 





worn Mr. Briggs’ by mistake. Clearly, to ascertain 
the ownership of the hat remaining in the car, and to 
trace the watch, the chain and the hat worn away 
were the clues for the police. 

2 A few days’ inquiry brought to light the broken 
chain; it was in the possession of a jeweler named 
Death. He had taken it in exchange for another and 
somewhat cheaper one, on application of a man, ap- 
parently a German, of about 24. years of age. This 
being made known, a little girl, the daughter of a 
London lodging-house keeper, brought to her father a 
small cardboard box, such as jewelers use, bearing the 
business card of jeweler Death; she said it had been 
left by Franz Muller, a lodger who had departed a day 
or two before, saying he should go to New York. 
The box and a photograph of Muller being shown to 
Mr. Death, he identified the portrait as that of the 
German who had applied to barter chains, and the 
box as one from nis shop, and probably the one in 
which he had placed the chain given by him to 
Muller. The newspaper reprint of the photograph, 
by the way, shows a man much younger and slighter 
than Briggs’ picture ; clean shaven, not repulsive 
in aspect; yet with marked indications of physical 
activity, strength and determination. 

When the police showed the hat found in the car to 
the lodging-house keeper, he identified it as a hat 
belonging to Muller; in fact said that it was one which 
he himself had bought for Muller at the latter's request. 

Lastly, the chain given by Death to Muller was 
found ; it had been pledged by Muller to a London 
pawnbroker. Of course the factsthat Muller’s hat was 
found with Briggs and that Muller had disposed of 
Briggs’ chain created a strong case against Muller. 
The police easily ascertained that he had really started 
for America by the sail vessel Victoria. Detectives, 
accompanied by Mr. Death, at once took a steamer, 
and reached New York before the Victoria’s arrival. 

It is a singular illustration of the difficulties often 
attending such inquiries, that in the midst of the 
effort to trace Muller, a man named King was 
brought before the police court upon his own avowal 
or confession that he had been concerned with Muller 
in the murder. The confession was shown, however, to 
be false ; it was a mere drunken boast, made from de- 
sire to obtain notoriety. King was set free with a 
severe reproof from the magistrate for his morbid 
folly. 

In New York Muller was arrested before he could 
leave the Victoria. He was confidently identified 
by Mr. Death as the man who exchanged tle Briggs 
chain, and in his baggage was found Mr. Briggs’ 
watch, and a hat which witnesses thought was Mr. 
Briggs’ hat. He was promptly returned to London 
for a trial. 

3. The trial was founded on the foregoing facts with 
additional corroborative details. There was no direct 
testimony to Muller’s guilt. The prosecution relied 
chiefly on the finding of Muller’s hat in the car, 
and Briggs’ hat and watch in Muller’s baggage, with 
his bartering away the Briggs chain. The defense 
denied the testimony identifying the two hats; and 
proof was made of an alteration—‘‘ cutting down”— of 
the hat found in the car, which in one aspect might 
shake the testimony of witnesses called to identify it, 
while in another it might aid the identification. As to 
the watch, Muller’s story was that he bought it and 
the chain of a pedler, who was offering them for sale, 
very cheap, about the docks, when Muller was engag- 
ing passage; that he exchanged the chain at Death’s 
because broken, and carried the watch with him to 
use in future. The passengers on the Victoria had 
known about the murder; it was often mentioned 
among them on the voyage out; Muller himself had 
spoken of it with freedom; and the argument was 
earnestly made, and was not without force, that if 
Muller had possessed any guilty knowledge of the 
watch having belonged to Briggs, he would never have 
retained it after hearing the murder discussed among 
his fellow-passengers, but would have dropped it over- 
board rather than run the risk of its being found upon 
him. Moreover, attention was called to the facts that 
Muller was much smaller and slighter than Briggs; 
that Muller was not shown to have had any weapon 
adequate to produce the wounds given; that his leav- 
ing London for America was done openly and without 
any attempt to ‘cover his tracks,” and generally that 
the circumstances were consistent with a theory of the 
murder having been committed by some person un- 
known, who had disposed of the watch and chain, after 
which they had unfortunately but innocently been 
brought to Muller. But these views did not convince 
the jury. Muller was convicted. 

4. Muller was executed Nov. 14, 1864, and whatever 
doubt some persons felt whether the evidence against 
him justified the conviction was painfully heightened 
by an uncertainty whether he intended to confess. 





Throughout the trial and subsequent weeks he steadily 
asserted innocence; and he left a solemn written decla- 
ration to the same effect, which, was opened after his 
death. But upon the scaffold the German clergyman 
who attended him plied him with questions seeking to 
elicit a confession; such as these: 

“Q. Iask you again and for the last time, are you 
guilty or not guilty?” A. ‘ Not guilty.” 

Q. ‘* You are not guilty?” A. ‘*God knows what I 
have done.” 

Q. ** God knows what you have done? Does he also 
know that you have committed thiscrime?” A. ‘ Yes, 
I have done it.” 

At this instant the drop fell. The clergyman was 
convinced that Muller thus at the last moment ad- 
mitted his guilt; and it has been commonly said that 
‘* Muller confessed.” Some who doubted the proof 
doubted also the confession; thought that the words 
may have been misunderstood, or that possibly Muller 
was cut short in an unfinished sentence which if com- 
pleted would have borne another meaning. 

But by most persons the case has been regarded as a 
prominent example of swift retribution following a 
heinous crime, guided by slight but trustworthy links 
of circumstantial evidence. 


Changes of Gauge. 


Railroad gauges are discussed in a paragraph in the New 
York Tribune of Tuesday last, ina way which shows how 
very easy it is to make mistakes when treating of unfamiliar 
things. It begins : 

“The Erie Railway and its branches and its extension 
known as the Atlantic & Great Western, were the only roads 
in the North uf the wide gauge of five feet common to all 
roads in the South. Last year these main lines were altered 
to the gauge of four feet eight inches, the uniform gauge of 
the Northern railroads; and tue work of narrowing the 
Erie branches is now going on, so that we shal! shortly have 
only the narrow-gauge roads in the North.” 

The Erie was not of the Southern 5-ft. gauge, but of the 
exclusively Nortbern 6-ft. gauge; and it and the Atlantic & 
Great Western were not the only roads of this gauge in the 
North; there were, besides, the Ohio & Mississippi and the 
Delaware, Lackawanna & Western (the last named but re- 
cently changed) and some smaller roads, The paragraph 
continues: 

‘The gauge of the Mississippi & Tennessee road has also 
just been changed tothe narrow-gauge. Precisely why is 
not stated in the dispatches, and it is difficult to understand, 
since the road has no connection at either end with any 
other than the broad-gauge roads common to the South. 
Local reasons may have existed of which we know nothing; 
but the fact is worthy of notice in other than the industrial 


” 


sense. 

The “local reason,” of which the Tribune knows nothing, 
was the fact that the only connection of the Mississippi & 
Tennessee with which it has any considerable interchange 
of business—the Chicago, St. Louis & New Orleans—had its 
gauge changed from 5 ft. to the standard the day be- 
fore! The fact that this change of a line 550 miles long 
from St. Louis to New Orleans—the Illinois Central’s 
southern line—escaped atiention, while the change df the 
comparatively unimportant 100 miles from Memphis to 
Grenada attracted it, is not one of the mysteries but one of 
the commonplaces of journalism. But further says the 
Tribune: 

“Tt was a favorite theory of William H. Seward, ad- 
vanced after the close of the late war and while he was still 
Secretary of State under President Johnson, that the estab- 
lishment of a uniform railway gauge for the whole Union 
was or would some day be an important political move- 
ment. He believed that it would prove eventually to be ‘a 
material bond of the Union,’ leading to the spanning of the 
principal streams dividing the North and South, more par- 
ticularly the Ohio and Potomac rivers, with numerous rail- 
way bridges, and in facilitating commercial intercourse, 
bring about a better understanding and feeling between the 
lately antagonistic sections and people. Since Mr. Seward 
published tbis view the Ohio River has been twice spanned, 
at Louisville and Cincinnati, and from the latter plaee south 
as far as Chattanooga a railway of the Northern narrow 
gauge has been built. Possibly to the alteration of the Mis- 
sissippi & Tennessee road a more encouraging significance 
may be attached than now appears.” 

There is a good deal in Mr. Seward’s view. Every facility 
for intercommunication is a ‘‘ bond of union,” though it does 
not always bind. For instance, France and Germany have 
the same railroad gauge. But difference in railroad gauges 
does tend to some extent to keep apart what naturally would 
unite. One of Weber’s maxims was: ‘“ Uniformity in 
weights, measures, coinage and railroad gauges,” as a re- 
quisite to free commercial intercourse. But what does the 
Tribune mean by saying that a road of the 4 ft. 81¢ in. 
gauge has been built between Cincinnati and Chattanooga ? 
The Cincinnati Southern is of 5 ft. gauge, and it was made 
of the Southern standard purposely to give free outlet to 
Cincinnati from Southern roads. 

The significance of the late changes is that the Northern 
standard, which in the West has been bounded pretty 
strictly on the south by the Ohio (the Louisville Short Line 
making the exception), and on the east by the Mississippi, 
has now invaded the territory of the 5-ft. gauge in both 
directions, and will make it more and more inconvenient for 
the Southern roads to preserve an exceptional gauge. The 
Louisville & Nashville already contemplates a change, as we 
have noted, and when it makes it all the rest will follow in 
short order. 

The significance of the Tribune's paragraph, however, i 
rather of professional than of public interest. It is, that 
when writing of railroads it is well to have a copy of Poor’ 
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Manual and of the Official Railway Guide (which gives the 
gauge with the name of every road in the index) within easy 
reach, and to take the trouble to reach for them often. 


Record of New Railroad Construction. 


This number of the Railroad Gazette contains information 
of the laying of track on uew railroads as follows : 

Denver & Rio Grande.—The San Juan Division is ex- 
tended from Arboles, Col., west to Durango, 48 miles. The 
Gunnison Division is extended from Silver Creek, Col., west 
to Sargent, 30 miles. The Del Norte Branch is completed 
from Alamosa, Col., west to Del Norte, 30 miles. Gauge, 
8 feet. 

Chicago & Northwestern.—The Stratford Branch is com- 
pleted from Jewell Junction, Ia., west to Stratford, 15 miles. 

Chattaroi,—Extended from Louisa, Ky., southward to 
Peach Orchard, 12 miles. 

Warwick.—Extended from Oakland Beach, R. I., to But- 
tonwoods, 14 miles. 

Milwaukee, Lake Shore & Western.—The North Division 
is extended from Aniwa; Wis., north to Antigo, 9 miles. 

Western North Carolina.—Extended from Asheville Depot, 
N. C., northwest to French Broad, 10 miles. 

Gulf, Colorado & Santa Fe.—The Ft. Worth Branch is 
extended from Valley Mills, Tex., north 15 miles. 

Missouri Pacific,—The Lexington & Southern Division is 
extended from Lamar, Mo., south to Carthage, 25 miles. 

Atchison Topeka d& Santa Fe.—The Walnut Valley 
Branch is extended from Eldorado Kan., southwest to 
Augusta, 12 miles, 

Augusta & Knoxville,—Track laid from Augusta, Ga., to 
Walton’s Island, 5 miles, 

New Orleans Pacific.—Extended from Plaquemine, La., to 
West Baton Rouge, 19 miles. 

Long Island.—The leased Brooklyn & Montauk road is 
extended from Patchogue, N. Y., eastward to Moriches, 13 
miles, 

Meadville.—Extended from Burchard’s Mill, Pa., east by 
north to Meadville, 7 miles, completing the road. 

New York, Chicago & St, Louis.—The first track is laid 
from Arcadia, O., to near Oakwocd, O., 43 miles. 

Houston, East & West Texas,—Extended from Moscow, 
Tex., northward to the Neches River, 15 miles, Gauge, 3 
feet. 

This is a total of 309 miles of new railroad, making 2,924 
miles this year, against 2,525 miles reported at the corres- 
ponding time in 1880, 1,187 miles in 1879, 941 miles in 
1878, 830 mules in 1877, 1,046 miles in 1876, 594 miles in 
1875, 913 miles in 1874, 1,966 miles in 1873 and 3,372 miles 
in 1872. 

















CuicaGo Rat SHIPMENTS Eastwarp for the week 
ending July 30, are reported by the Board of Trade 
as 50,626 tons, against 44,971 tons the previous week, 
in which week the actual shipments were 54,211 tons. 
The actual shipments each week since the 15-cent rate was 
made, and the average weekly shipments from the opening 
of navigation till that time have been this year and last : 


Average to 1881, 1880. 
June 18...... Sava eat ied desaN att eee teks 41,529 36,854 


_ ending 





ks 
Av. of since June 18 
* Saturday estimated. 


Before the break of rates, the Chicago rail shipments were 
12.7 per cent. Jarger than last year; since they have been 60 
per cent. larger. The average weekly gross earnings from 
these shipments must have been about in the proportion of 
767 this year to 1,000 last, or nearly a quarter less from 60 
per cent, more freight. The absolute amount of the freight 
earnings cannot be given exactly, but assuming that the 
earnings were, on all freight, on the average, equal to the 
earnings on grain to New York, which will not be very far 
out of the way, in the six weeks since June 18 the rail- 
roads have earned about $1,147,000 from this business this 
year, against $1,433,000 last year. The shipments have 
been just about one-half greater in the six weeks since the 
break as in the six weeks before it. 

The Board of Trade report for last week shows the follow- 
ing distribution of these shipments: Chicago & Grand 
Trunk, 13.6; Michigan Central, 25.6; Lake Shore, 
29.5; Fort Wayne, 17.3; Pan-handle, 10.7; Baltimore 
& Ohio, 3.3. The Lake Shore is largely and the Grand 
Trunk considerably above their poot proportions; the Fort 

Wayne and the Baltimore & Ohio far below. These per- 
centages, however, may be considerably changed in the 
full report, and we understand that since the very low 
rates were made the several roads have not varied greatly 
frum their pool percentages, with the exception of the Balti- 
more & Ohio. Indeed, we do not hear that any line is mak- 
ing any great effort to get its neighbor’s traffic, but rates are 
understood to be quite firm and uniform. 








A Joint EXECUTIVE CoMMITTEE MEETING has been | 
called for Wednesday of next week, on application of five 
Western railroads ‘‘ to consider the causes that have led to 
the present ruinous war of rates, and the means that should 
be adopted in the future to maintain the tariffs established 
from time to time by this committee.” The call, it is 
noticeable, originates, not in the East, where the war broke 
out, but in the West, where nobody ever wanted to fight. 
And the purpose of the meeting is announced to be, not to 
make peace or a truce, but to ascertain, if possible, what 
eaused the war, and what will prevent its breaking out 


in the future. So far as we can learn, no one anticipates 
that this meeting will settle the existing difficulties and 
provide for an advances ,in rates, though no one can 
| tell what will happen on such an occasion. Very likely 
| some indispensable member will be called away the 
day of the meeting to attend a wedding or see a friend off to 
Europe. But the meeting may do more important work 
| than to advance rates. It may prepare the way for a 
| scheme which will prevent the repetition of the barbarous 
contest now pending, after it has ceased. It will come toan 
end some time, and what is most important now is, not to 
end it this month or next, but to discuss the constitution of a 
confederation in which members will be guaranteed against 
aggression, even temporary, by other members, and future 
wars prevented. If the east-bound pool had ever been 
completed, and made to cover the shipments from origin to 
destination, and the traffic had been actually divided in ac- 
cordance with the agreement, it does not seem 
possible that we could have had a_ railroad 
war thissummer. The diversions of traffic last winter and 
spring naturally resulted in the utter destruction of the 


| value of east-bound traffic this summer. No agreement will 


be good for anything unless it is executed, and the agree- 
ment made last year with regard to east-bound freight could 
not be executed until it had heen supplemented by further 
divisions of traffic among the eastern connections of the 
western roads. It is not profitable to inquire who was most 
to blame for the failure to complete the scheme. The roads 
were all ver} prosperous then, and, no difficulty pressing at 
the time, no one showed any great earnestness in providing 
for future dangers, which were sure to come, although it 
was clearly pointed out that they were sure to come if not 
anticipated. 

The meeting will be held at Mr. Fink’s office in New York. 








CHICAGO AND MILWAUKEE RECEIPTS were larger last 
month than in any previous July. Last year they were ex- 
traordinarily large, because the grain movement of the 
season began unusually early—the farmers shipping after 
harvest. This year they have been extraordinarily heavy 
because the movement was unusually late, the farmers ship- 
ping before harvest what last year they forwarded in May 
or June, or earlier. That is, the July business last year was 
chiefly that of the new crop year; this year it has been 
chiefly that of the old crop year—the close of the season 
which last year’s heavy July shipments pegan. This will 
appear more plainly by the following statement of the grain 
receipts of Chicago in the several weeks of the month (the 
fourth ‘‘ week” being ten days): 


1881. 1880. Increase. Decrease. 














First week...... 4,636,907  2,716.212 1,920,695 ........ 
Second week... 3,410,733 2,461,505 rer 
Third week.... 2,865,671 = swab aen as 405,430 
Fourth week... 4,449,283 8. ere ee 2,474,559 

Month...... 15,362,194 15,372,760 ......... 10,566 


Thus the increase was wholly in the first two weeks of the 
month, since which time there has been a large decrease, 
amounting in the last ten days to 36 percent. This is ex- 
plained by the later harvest this year, and does not neces- 
sarily signify anything as to the grain movement of the 
new crop year. Thiscrop year, from Chicago, actually be- 
gan about the middle of July last year, while this year it is 


94 | not certain that it has yet begun, the average daily receipts 


being but 556,173 bushels in the fourth week of July, while 
in the third week, when they were lightest, they were 
477,612 bushels. The less pressing foreign demand, 
however, makes it probable that the crop will 
not be marketed this year so soon after the harvest as it was 
last year, and therefore we need not be surprised if the grain 
movement in August is very much smaller than last year, 
which also the smaller crop and later harvest will tend to 
make it. 

It is an increase of 480,000 bushels of grain at Milwaukee 
and of 330,580 barrels of flour (834 per cent.) at both 
places that makes the July receipts greater this year, the 
total of both places, reduced to bushels, being 19,880,894 
bushels this year, against 17,935,109 last year, an increase 
of 10% per cent. There is also an increase of 714 per cent. 
in hogs over the very large receipts of last year. 








THE PASSENGER W4R has nonew features at New York. 
The rate has not fallen below $7, which seems low enough 
for the scalpers. Before, whenever Mr. Carpenter, the 
Pennsylvania agent, heard of any reduction by the scalp- 
ers, he reduced his rate to meet them. This road and the 
New York Central sell only rebate tickets, good only for the 
purchaser, who signs his name. This is an utter abomina- 
tion to the scalpers, who have no use for such a ticket. They 
therefore devote all their energies to the Erie and the Balti- 
more & Ohio, which not only sell regular (limited) tickets, 
but pay commissions to the scalpers, who are said to be 
crowding the Erie’s trains with passengers, who pay nearly 
enough to cover the train expenses, probably, or would but 
for the commissions. 

The new feature of the week is a reduction (Tuesday) of 





the rate over the Grand Trunk from Chicago to Boston to $5, 
which has been the Grand Trunk’s rate from Boston to Chi- 
| cago for more than a week. The distance is 1,235 miles, so 
| that the rate is abuut 0.4 cent per mile. Public announce- 
ment is made by the Grand Trunk that this low 
rate is made “in the hope of awakening Eastern 
managements to the unwisdom of the present policy 
of fares and rates, and of bringing about 
a settlement of difficulties by rational means.” As the rate 
from Chicago to New York has been $15 (generaily), this 
may reduce it by the other roads. But rates by the Graad 
Trunk are always lower than by others ; and then the num- 
ber of people wishing to go to Boston is limited, and people 
do not like to go to New York and Philadelphia by way of 








Montreal and Boston. Heretofore the Grand Trunk’s Chicago 
passenger business has been done almost entirely by the 
Michigan Central. This week it has put two fast trains on 
the Chicago & Grand Trunk, and is prepared to carry people 
either to Buffalo or Portland. entirely over its own road. 
The five-dollar rate will give it a pretty good advertise- 
ment. 








THE ACTIVITY IN THE LUMBER TRADE is one of the most 
encouraging signs of the times. The’Northwestern Lumber- 
man publishes statistics of the stocks on hand which show 
this activity unmistakably. The stocks are inventoried in 
the several districts where lumber is manufactured and 
marketed in the Northwest—on the Upper Mississippi and 
its tributaries, at Lake Michigan points, at Eastern Michigan 
and Lake Erie points, and at a few interior points in Michi- 
gan and Wisconsin. The numbersof feet on hand Jan. 1 
and July 1 were: 


eogank: ase. 1879. 1878. 
FAB. 1......cc000e 2,836 954,969 2,313,823,437 2,121,323,518 2,018,384,901 
July # cocseee 1,998,659, 292 1; 741,004,621 1,348,325,683 1 1383, 75/,44 





Decrease.. 927,205,677 572,818,816 772,997,885 632,627,057 
The decrease has been marketed, together with a portion 
of what has been manufactured meanwhile, and the de- 
crease above shows a very large consumption during the 
half-year, notwithstanding the long winter, during which 
very little lumber could be used. The demand of course 
comes from town as well as country; but it shows extraor- 
dinary activity in building and fencing during the half-year. 
The country consumption isan index of the prosperity of 
the farmers and of the extension of cultivation. It is based 
chiefly, doubtless, on the results of last year’s harvests, but 
disaster to the farmers, causing poverty, would be felt before 
this time in the shipments and prices; while the universal 
testimony is that the lumber trade was never before so 
active in July, and there have been important advances in 
prices within a few weeks. At Chicago the shipments of 
the first 19 days of July are reported to have been 24 per 
cent. greater than last year, and for the year down to that 
date they were 171¢ per cent. greater. Yet last year the 
lumber comsumption was greater than ever before, 








CANAL GRAIN SHIPMENTS continue very light, and much 
less than before the low rail rate was made, while the rail 
shipments from Buffalo are larger. The average weekly 
shipments before the low rail rate and the shipments each 
week since have been, by canal and rail : 

1881. ———--1880,-—___—. 





y P.c. by 
Av. to— Bycanal. Byrail. rail. By canal. By rail. rail. 
June 18,. ..1,673,685 1,159,400 41.0 2,671,659 1,280,289 32.4 


” 








Week ending— 


June 24....1,386,500 2,136,700 60.7 2,915,760 1,849,195 39.0 
July 1 917'460 2 129, 600 70.0 2,069,000 1.819.950 47.0 
“  8....1,248,000 56,400 55.4 2:219:940 1,388,200 38.5 
*  15....1,275,680 1998" 200 61.0 2,591,741 1,514,445 37.0 
“  22....1,260,350 2 172,200 63.3 2.071.730 2,097.300 50.3 
“ 29..1°15083,600 2,744,050 71.7 1,462,500 2,383,900 62.0 








Av. since : 
June 17..1,195,265 2,122,858 64.0 2,221,778 1,842,497 45.4 
Thus while the canal got 59 per cent. of the Buffalo ship- 
ments before the break in rates, it has had but 36 per cent. 
of them since ; and the total shipments having averaged 
485,000 bushels a week more since that time, the canal ship- 
ments have averaged 478,400 bushels a week less, and 90 
per cent. less than the average weekly shipments at the same 
time last year. Further, tle present rate on the grain that 
forms the bulk of the canal shipments was 3% cents a 
bushel this year, against 544 cents last year, and this is 
rather less than the average difference since June 17, so that 
we may place the weekly canal earnings from grain at less 
than $48,000 a week this year, against $122,000 last year, 
and the weekly receipts in excess of tolls have fallen from 
$100,000 a wee® last year to $36,000 this year. 








NORTHWESTERN RAIL GRAIN SHIPMENTS, which im. 
mediately after the 15-cent rate was made became very 
large, have now fallen to little more than the average before 
the reduction. The total shipments have fallen off, and 
the railroads still get an unusually large proportion of the 
whole; but one of the reasons why shipments are light now 
is because the grain was hurried forward when the low rail 
rate was first made, lest it should be advanced very soon. 
The average weekiy shipments by rail, river and lake, from 
the opening of navigation till the 15-cent rate was made, 
and the weekly shipments since, have been: 

-—By Rail.—.—-By ~ By Lake. Total. 


P. c. al . C. 0} 
Bushels. total. Bushels. total. Bushels. Bushels. 


Av. to June 
| eer 1,613,377 29.8 475,408 8.8 3,325,609 5,414,394 
Week ending— 

June 25..... 3,566,702 47.8 547,000 7.3 3,343,057 7,456,759 

July 2..... 2,542,753 40.6 263,039 4.2 3,453,881 6,259,673 
“ 9..... 2,208,463 35.2 aes 5.7 3,702,448 6,261,411 
Bice cor 333 45.0 1.4 2,837,841 5,302,218 
© kink 1,868,110 39.6 161" 010 3.4 2,691,917 4,721,037 


Only in the last two weeks reported were the lake ship- 
ments less than their average before the low rail rates, and 
they became small only when the total shipments hed 
greatly fallen off. The effect in reducing river shipments 
has been proportionately much greater, and these are now 
trifling. The gross earnings of the roads from grain in the 
last week reported must have been about 30 per cent. less 
than their average before the reduction in rates. 








WEST-BOUND RATES are badly demoralized, and of al 
signs of the times this is the worst, the roads being all bound 
by a definite contract to a division of the business, and the 
traffic being this year remarkably large. The trouble began 
in Boston, and, as we understand, with a most atrocious vio- 
lation of a definite agreement. The Grand Trunk there is 
allowed to secure a certain percentage of the traffic by mak- 
ing rates lower than the more direct lines. Some of these 
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lines cut the rates (apparently to get traffic from the Grand 
Trunk), and the latter made further reductions to keep below 
the regular rates and maintain its proportion, and the 
figures at which some shipments have been made, if truly 
reported, are among the lowest ever made. New York mer- 
chants cannot compete with Boston if the latter has a great 
advantage in freights, and there is no doubt that the rail- 
roads here are protecting their customers by granting them 
less than the regular rates, though in New York the railroads 
have no differences with each other, so far as we can learn- 
This is a traffic much less in bulk than the east-bound, but 
the average rates on it are much higher, and the earnings on 
it are very important to all the trunk Jines (except, perhaps, 
the Baltimore & Ohio, whose proportion of it is small) and 
t>2 many of their connections. 








Erie CANAL TRAFFIC IN JULY was very unsatisfactory. 
At Buffalo the number of boats cleared was 1,101, agaiust 
1,546 last year, and the tolls collected fell trom $105,541 to 
$55,541—nearly one half. Rates are so low that the boat- 
men are tying up their boats and dismissing their crews, and 
the tolls are so small that it is reported that the authorities 
will dismiss a large proportion of the canal employés. That 
the decrease is chiefly due to the very low rail rates may be 
inferred from the fact that down to the end of June (and in 
that period there were two weeks of the present low rates) 
the average weekly clearances from Buffalo were 285 boats, 
against 332 last year, while in July the weekly clearances 
were but 249, against 349 last year. Yet this year July 
has been a month of heavy traffic from those quarters which 
usually give business to the canal, an unusually large pro- 
portion of the grain coming from lake ports, while last year 
an unusually large proportion came from country so far 
south that it usually ships direct by rail. 











LAKE AND CANAL RaATEs have fallen again,and now are very 
near the lowest point reached in 1878 and 1879. Thursday 
last week the rate on corn from Chicago (no wheat is going 
by lake now) fell from 2 to 18{ cents a bushel, and the latter 
rate has been shaded since, and 11¢ to 134 were the quota. 
tions Tuesday last. Canal rates dropped last week to 3% 
cents a bushel for corn, and Monday to Wednesday 3 cents 
were the quotations. The cost by lake and canal from Chi- 
cago to New York now is 5 to 5'; cents, which is a com- 
mon rail charge for 60 or 80 miles haul, and would hardly 
pay for three miles cartage in New York city. At this time 
last year the lake rate on corn was 5 to 5% cents, the canal 
rate 5 to 54 cents, and the through rate 10% to 11% cents 
—more than double what it is now. 

Ocean rates have been well maintained, varying from 
53d. down to 5d. per bushel from New York by steam to 
Liverpool, 


A SWEEPING REDUCTION IN PASSENGER RATES has been 
made recently by the Northeastern Railway of England, 
amounting to about one-fourth in first-class rates, which are 
brought down as low as,and in some cases a little lower 
than, the former second-class rates. The reduction in second- 
class rates is about one-sixth. The general basis is about 3 
cents a mile for the first-class and 24 for the second-class, 
plus the government duty. These are low rates for Eng- 
land, but about as high as on the French and German roads. 








MEMBERS OF THE SOCIETY OF MECHANICAL ENGINEERS 
who wish to attend the summer convention at Altoona this 
month can get tickets from New York to Altoona and re- 
turn, good from the 8th to the 15th, inclusive, for $10, at 
No. 526 Broadway, on presentation of the Secretary’s order. 








Pennsylvania Railroad Standard Passenger Car. 


I. 

A few years ago the officers of the Pennsylvania Railroad, 
in charge of the car department of that line, acting, doubt- 
less, under the great stimulus which art has received in this 
country during the past ten or twenty years, determined 
that they would abandon the old styles of barbaric finish 
and decoration, which had prevailed so long in car construc- 
tion, and assuming, for the time, the attitude of apostles of 
Eastlake they undertook to design a car in accordance with 
the precept of Ruskin, to ornament the construction and not 
construct the ornament, and to decorate the inside in such a 
way, that, instead of being an offense to good taste, as most 
cars are, it would be a source of pleasure to all healthy- 
minded people who have occasion to travel init. As the 
design was intended to be a standard for the whole line, a 
great many things had to be considered. It was necessary 
to make a car which would not be too costly and 
which at the same time would bear the rough 
usage and exposure to dust, smoke, rain, heat, cold and the 
constant jar and wear which a car must resist. As the de- 
sign was intended to be repeated many times, the decoration 
had to be made with reference to its manufacture by ma- 
chinery. Besides the comfort of passengers had to be con- 
sidered, and it was necessary to construct seats, arrange the 
ventilation and other accessories with reference entirely to 
certain physical conditions which must be fulfilled. All 
these matters were very carefully considered, ard the stand- 
ard design for passenger cars, which is illustrated herewith, 
was made, and from it many have been built since it was 
first made. 

We are indebted to the Motive Power Department of the 
Pennsylvania Railroad for the complete drawings and a 
photograph of one of these cars, from which a series of en- 


gravings has been made, which, we believe, will be the most | Be 


complete illustrations of an American passenger car ever pub- 
lished. This week we give a full-page perspective view, 
made from a photograph of the car, and showing its external 


appearance. This was engravei by Ten Eyck, and is a work | Mr, G: 





of art in its way. We also give a double-page inset, showing 
the car body, the method of framing, etc. These engravings 
require little description, and are made in sufficient detail to 
serve as working drawings. 

The framework. of the body is shown in the large folded 
sheet. The six longitudinal yellow pine sills framed into the 
end sills and resting on the bolsters are trussed by the two 
heavy truss rods passing under the cross bearers and by the 
diagonal braces. The side frames are made up of the tie 
rods extending from sill to plate and the intermediate posts 
which are stiffened by the ‘‘ ribbing” below and the ‘ fur- 
ring ” between the windows. 

Under the window belt rail a modification of the Pratt 
truss is used. It carries the weight of the car to the bolsters 
and is susceptible of being tightened up. The roof or deck 
is supported by the plates and two long deck bearers run- 
ning the length of the car. Short wooden carlins connect 
the plates with the deck bearers; the latter carry the upper 
deck frames. 

Bent iron carlins, shown at every other window in the 
elevation, brace these frames, and assist the upper deck 
wooden carlins to carry the upper deck roof. No carlins 
cross through the car so as to be seen from the inside, 

The posts, whether side, corner or door, and the window 
belt rail are of black walnut, this wood being used on ac- 
count of its ccmparatively small tendency to rot when in 
confined places. 

The outside of the car is covered with poplar, put on with 
screws in panels of \ in. thickness. After the screw holes 
are plugged up the whole side of the car is planed down, 
filed, scraped and sandpapered until the panels are only % 
in. thick. The joints below the letter boerd are all covered 
with wooden battens. The roof is of white pine boards 
overlaid with a sheeting of galvanized steel plate. 

The engravings published in this issue will be followed in 
the next by one of the truck, then in subsequent numbers by 
illustrations of the inside finish of the end and side, of the 
seat and basket rack, and of the chandelier furnishings. 


®Oeneral QRailroad Wews. 


MEETINGS AND ANNOUNCEMENTS. 


Meetings. 

Meetings will be held as follows: 

Wabash, St. Louis & Pacific, special meetingsin St. Louis, 
Sept. 28, tu vote on the agreements for the purchase of the 
Danville & Southwestern, the St. Francisville & Law- 
renceville and the Cairo & Vincennes roads; also on the 
agreement for the joint lease of the St. Louis Bridge by this 
company and the Missouri Pacific Company. 

Texas & Pacific, annual meeting, at the office in New 
York, Aug. 9, at noon. 





Dividends. 

Dividends have been declared as follows: 

New York, Providence & Boston, 2 per cent., quarterly, 
payable Aug. 10. 
a — 1% per cent., on the preferred stock, payable 

ug. 15, 

Kansas City, Ft. Scott & Gulf, 4 per cent., semi-annual, 
on the preferred stock, payable Aug. 15. 

Connecticut & Passumpsic Rivers, 3 per cent., semi-an- 
nual, on the preferred stock, payable Aug. 1. 

Massawippi Valley (lea to Connecticut & Passumpsic 
Rivers), 3 per cent., semi-annual, payable Aug. 1. 
FP ine ae Palace Car Co., 2 per cent., quarterly, payable 

ug. 15. 

Chicago & Alton, 4 per cent., semi-annual, payable Sept. 1. 


Foreclosure Sales. 


The South Carolina Railroad was sold in Charleston, 
S. C., July 28, under a decree of foreclosure granted by the 
United States Circuit Court, and bought for $1,275,000 by 
John H. Brawley, who represented the Purchasing Commit- 
tee chosen by a large majority of the bondholders. The sale 
included the lines from Charleston to Augusta, and from 
Branchville to Columbia and the Camden Branch, 242 miles 
of road in all, and was made subject to first-mortgage liens 
amounting tu neariy $3,000,000. A plan of reorganization 
has been arranged in which nearly all the bondholders 
join. 

The Memphis, Paducah & Northern road was sold July 
30, under a decree of the United States Circuit Court, and 
pore for $2,300,000 by C. P. Huntington, John Echols 
and H. E. Huntington. The road is completed from Padu- 
cah, Ky., to Trimble, Tenn., 78 miles, and from Mem- 
phis, Tenn., to Covington, 37 miles, with a partly finished 
gap of 50 miles between Trimble and Covington. It was 
originally the Paducah & Memphis, was sold under fore- 
closure several years and reorganized under the present 
name. It is understood that the purchasers will organize a 
new a ey , which will be controlled in the interest of the 
Chesapeake & Ohio. 

The Ft. Wayne, Muncie & Cincinnati road was sold in Ft. 
Wayne, Ind., July 27, under a decree of the United States 
Circuit Court, and bought for $1,000,000 by Elijah Smith, 
R. G. Rolston and Larz Anderson, for account of the bond- 
holders. The road extends from Ft. Wayne, Ind., to Conners- 
ville, 108 mileg, and the total bonded debt was about 
$2,190,000, not including unpaid coupons, which amounted 
to about $1,160,000 more. A plan of reorganization has 
been agreed on, by which the old bonds will be replaced by 


stock. 

The Cleveland, Mt. Vernon & Delaware road is to be sold 
Aug. 20, at Akron, O., under a decree of foreclosure granted 
by the Court of Common Pleas of Summit County, O. The 
road extends f. Hudson, O., to Columbus, 144 miles ; 
there is also an tinfinished branch from Killbuck to Dresden. 
The bonded debt, chiefly owned in Holland, amounts to 
$2,400,000 first-mortgage and $669,000 income bonds. 





ELECTIONS AND APPOINTMENTS. 


Atlantic & Pacific.—Mr. D. B. Sibley has been appointed 
Purchasing Agent, with office in Chicago. 


Atlanta & West Point.—At the annual convention iu At- 
lanta, July 25, the following directors were chosen ; W. B. 
rry, Johu 8. Bigby, Newman, Ga.; D. N. Speer. La- 
Grange, Ga.; L. P. Grant, Atlanta, Ga.; L. M. Hill, Wash- 

Ga.; C. H. Phinizy, Augusta, Ga.; W.M. Wadley, 
Savannah, Ga. The board elected L. P. Grant President ; 
Cecil Gabbett, General Manager; W. P. Orme, Treasurer. 

. Grant suceeeds W. B. Berry as President ; he has been 








for many years in charge of the road as Superintendent and 
General ger. Mr. Gabbett, who succeeds Mr. Grant as 
General Manager, holds the same office on the Western 
Railroad, of Alabama. 


Baltimore & Ohio.—Mr. 
p apoy: Master Mechanic 
office at Garrett, Ind. 


Boston, Hoosac Tunnel & Western.—Mr, John 8, Welling- 
ton has been appointed Superintendent. 


Bridgeton & Saco Valley.—The officers of this new com- 
pany are as follows: President, Wm. F. Perry; directors, 
A. H, Burnham, John W. Fowler, O, B, Gibbs, Darwin In- 
galls, John H. Kimball, Wm. A. Stevens; Clerk and Treas- 
urer, Charles B. Dodd. Office at Bridgeton, Maine. 


Chattaroi.—The officers are as follow ;: George F. Sted- 
man, President; George 8S, Richardson, Vice-President ; ° 
Charles H. Rockwell, General Manager; 8, A. Forbes, Chief 
Engineer. The offices are at Ashland, Ky., except that of 
the President, which is in Cincinnati. 


Chicago & Eastern Illinois.—Mr. F. Heakes has been ap- 
pointed General Agent, with office in Evansville, Indiana, 


Chicago, Milwaukee & St. Paul.—A circular from General 
Freight Agent George Olds announces that Mr, L, A. -Emer- 
son, Freight Claim Agent, “hascharge of all matters per- 
taining to the investigation and adjustment of all claims for 
loss and damages for freight of all kinds, and will also look 
after the movement of all time freight and perishable 
property. Agents and others are directed to address com- 
munications connected with this business direct to Mr, 
Emerson at Milwaukee. In order to successfully compete 
with other lines it 1s most important that, toinsure uniform 
good time, prompt attention should be given by all employés 
of this line to orders from Mr. Emerson relative to the move- 
ment of time and perishable freight.” 

Mr. G. W. Sanborn, late Assistant Superintendent, is now 
Superintendent of the lowa and Dakvta, and the Sioux Cit 
and Dakota divisions. Mr. W. G, Collins has been appoint- 
ed Assistant Superintendent of the La Crosse and the Wis- 
consin Valley divisions. 


Cincinnati, Hamilton & Dayton,—Mr, E. B, Thomas has 
been appointed General Manager in place of L, Williams, 
resigned, and will take charge Aug, 10. Mr. Thomas is 
General Manager of the Cleveland, Columbus, Cincinnati & 
Indianapolis, and this exteasion of his jurisdiction is pre- 
paratory to the consolidation ot the two roads. 

Mr. J. H. Barrett is appointed Superintendent from the 
same date. He is now Superintendent of the Pittsburgh & 
ee Division of the Pittsburgh, Cincinnati & St. Louis 
road. 


Connecticut & Passumpsic Rivers,—Mr. Wm. A. Dins- 
more has been - ree, Cashier in place of Hubbard 
Hastings, resigned. 


F, Wilson has been 


George 
of the Chicago Division, with 


Danville, Olney d& Ohio River.—Mr. George Sefton has 
been appointed General Freight and Ticket Agent. 


Evansville, Dayton & Eastern.—The directors of this new 
company are: Wm. Archer, W. Bird, C. H. Clark, Joseph 
Clegg, J. L. Davis, Louis Folz, 8. P. Gillett, J. A. Lericke 
G. W. M. Stone. . 


Georgia.—The organization of this road under the lessee 
is as follows: John W. Green, General Manager; E. R. Dor- 
sey, Genera] Freight and Passenger Agent; Carlton Hillyer, 
Auditor; W. T. Richards, Local Treasurer; Hamilton Wil- 
kins, Road-Master; John 8. Cook, Master Mechanic; T. M. 
Preval, Master Car-Builder. 


Hartford & Connecticut Valley.—The position of Super - 
intendent has been offered to Mr. J. T. McManus, until re- 
cently Superintendent of the Western Division of the New 
York & New England. 


Huntsville, New Orleans & Western Texas.—The direc- 
tors of this company are: Sanford Gibbs, George W. Grant, 
Samuel R. Smith, Huntsville, Tex.: James Smith, Thomas 
H. Morrow, Ennis, Tex.; Edmund R. Morris, W. J. Morris, 
Lewis S. Smith, James H. Weaver, Central City, Col.: 
Clifford Carter, Luray, Va. Office at Huntsville, Texas. 


Illinois Central.—Mr. Charles A. Hold is appointed Train- 
Master of the Clinton Section, in place of H. L. Frisbie, 
lately promoted to be Superintendent of the Middle Division, 


Lehigh Valley.—Mr. John 8. Lentz has been appointed Mas- 
ter Car-Builder. He has been acting as head of the Car De- 
partment for several months. 


Louisville, Cincinnati & Lexington.—Gen. E. P. Alexan- 
der has been chosen Presideut, in place of Jacob Krieger, 
resigned. Gen. Alexander is Vice-President of the Louisville 
& Nashville. 


Louisville & Nashville-—Mr. Aaron L. Vandekar has been 
appointed Train-Master of the Nashville & Decatur Division, 
with office in Decatur, Ala. He has been for nine years 
Yard-Master at Nashville. 


Marquette, Houghton d& Ontonagon.—At the annual 
meeting recently the following directors were chosen: 8. L. 
Smith, Marquette, Mich.; Jesse Spaulding, Chicago; T. L. 
Higginson, George Higginson, H. L. Higginson, J. J. Hig- 
ginson, R. S. Fay, Quincy A. Shaw, George L. Silsbee, 
% 4. Stackpole, Boston; Samuel Sloan, Moses Taylor, New 

ork. 


Michigan Railroad Commission.—Mr. Willis C. Ransom, 
of Port Huron, is app2zinted Deputy to the Railroad Com- 
missioner of Michigan, in place of Samuel F. Cook, resigned. 


Middlesex Central.—This company has elected S. W. 
Richardson President; Nathan Cushing, Jacob Edwards, R. 
J. Edwards, Wm. H. Hill, Jr., George Keys, directors: 
Charles B. Dodd, Clerk and Treasurer. The road is leased 
to the Boston & Lowell Company. 


Minneapolis & St. Louis.--Mr. H, A. Crocker, late General 
Superintendent, has been ppgetated Superintendent of con- 
struction of new lines. Mr. E. Ryder is appointed General 
Superintendent to succed Mr. Crocker. Mr. Ryder was re- 
cently Division Superintendent on the Chicago, Burlington & 
Quincy. 


Montgomery Southern.—The officers of this company are: 
M. P. LeGrande, President; 8. D. Hubbard, Jr., Secretary. 
Office in Montgomery, Ala. 


New York, West Shore & Buffalo.—Mr. Charles Paine 
has been appointed General Manager. He has n for 
many years connected with the Lake Shore & Michigan 
Southern, and is now General Superintendent of that road. 


North & Wes‘ Branch.—This company has been organized 
by the purchasers of the unfinished North & West Branch 
road with the following officers: President, Thomas Beaver, 
Danville, Pa.; directors, J. C. Brown, C. R. Buckalew, D. 
Lowenberg, Bloomsburg, Pa.; H. W. Palmer, Charles Par- 
rish, Wilkesbarre, Pa.; Frank McLaughlin, Philadelphia. 
The general office is in Bloomsburg. 

Pennsylvania.—It is stated that Mr, Robert Neilson, now 
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Superintendent of the Elmira and Canandaigua divisions of 
the Northern Central, has been offered the position of Gen- 
eral Superintendent of the Philadelphia & Erie Division, to 
succeed Mr. Wm. A. Baldwin, who goes to Pittsburgh as 
assistant to the General Manager of the Pennsylvania Com- 
pany. 


Philadelphia & Reading.—From Aug. 1 the Little 
Schuylkill road, between East Mahanoy Junction and Port 
a. is added to the jurisdiction of Superintendent J. H. 
Oibausen. 


‘ Philadelphia, Wilmington d& Baltimore.—The complete 
———— of this a. under the Pennsylvania con- 
trol is as follows : Isaac Hinckley, President; Robert Craven, 
Secretary and Treasurer, in place of Alfred Horner; Wm. 
H. Brown, Chief Engineer; Frank Thompson, General Man- 
ager; H. F. Kenney, General Superintendent; John Scott, 
General Solicitor; James A. Logan, Assistant General So- 
licitor; R. W. Downing, Comptroller; James R. Wood, Gen- 
eral Ogee Agent;G. A? Dadmun,General Ticket Agent; 
R. M. McWade, General Baggage Agent; Enoch Lewis, 
Purchasing Agent; Clifford 8. Sims, Real Estate Agent; 
George M. Taylor, Auditor Freight Receipts, with Jefferson 
Justice as assistant; M. Riebenack, Auditor Passenger Re- 
ceipts, with A, J.Gillingham as assistant; Thomas R. Davis, 
Auditor Disbursements, with Joseph D. Greene as assistant; 
Jobn Reilly, Superintendent of Transportation; Joseph M. 
Wilson, Engineer Bridges and Buildings; Theodore N Ely, 
Superintendent Mctive Power; O. McClellan, General Agent 
at Philadelphia. 

Mr. Hiuckiey is continued as President and Mr. Kenney 
as General Superintendent; Mr. Craven was Assistant Sec- 
retary and Treasurer. The other officers are also officers of 
the Pennsylvania Railroad. 


Richmond & Danville Extension.—The officers of this 
company, which is to build tbe Georgia Pacific, and possibly 
other lines, are: President, T. M. Logan; Vice-President 
and General Superintendent. John W. Johnston; Secretary, 
Thomas Seddon; Treasurer, George W. Perkins; Chief En- 
gineer, R. H. Temple. 


Rutland.—At the annual meeting in Rutland, Vt., July 
27, the following directors were chosen: John B. Page, 
John Prout, Rutland, Vt.; James H. Williams, Bellows 
Falls, Vt.; James W. Hickok, Burtington, Vt.; E. A. 
Birchard, Brandon, Vt.; George W. Gill, Worcester, Mass. ; 
Edward 8. Mosley, Newburyport, Mass.; Jacob Edwards, 
W. F. Robinson, Boston. The road is leased to the Central 
Vermont Company. 


St. Louis, Ft. Scott & Wichita.—The officers are: A. 
M. Ayers, President ; F. Tiernan, Vice-President and Gene- 
ral Manager ; Ira D. Bronson, Secretary and Treasurer ; J. 
D. Hill, General Attorney ; L. D. Latham, Superintendent ; 
A. Popkess, Auditor; T. Campbell, General Freight and 
Ticket Agent. Offices in Ft. Scott, Kansas. 


St. Louis, Salem @& Little Rock.—Mr.H. A. Crawford 
has been chosen Vice-President. He remains also Pur- 
chasing Agent as heretofore. 


St. Paul & Duluth.—Mr. E. Q. Sewall has been appointed 
General Superintendent, in place of George H. Smith, re- 
signed. Mr. Philip S. Harris has been chosen Secretary and 
Treasurer, in place of Mr. Sewall. 


Tonawanda Valley & Cuba.—The directors of this com- 
pany, formed by tae consolidation of the Tonawanda Valley 
and the Tonawanda Valley Extension, are as follows: 
R. G. Taylor, D. O. Day, Buffalo, N. Y.; E. M. Bond, Cuba, 
N. Y.: C. J. Elmer, Rushford, N. Y.; W. W. Davis. Arcade, 
N. Y.; RK. H. Farnham, R. S. Stevens. J. D. V. Loomis, 
Attica, N. Y.; G. R. Blanchard, B. W. Spencer, E. S. 
Bowen. C. J. Barber, R. C. Vilas, New York. The cfficers 
are: R.G. Taylor, President; George R. Blanchard, Vice- 
President; J. D. V. Loomis, Secretary; B. W. Spencer, 
Treasurer, 





—Mr. Jacob Krieger has resigned his position at President 
of the Louisville, Cincinnati & Lexington Company. 


—Mr. L. P. Grant, President of the Atlanta & West 
Point road, was married last week to Mrs. Jane Crew, of 
Madison, Ga. 

—Mr. Jobn W. Johnston, Counsel for the Richmond & 
Allegheny Company, has resigned to become Vice-President 
of the Richmond & Danville Extension Company. 


—Mr. K. H. Wade, Superintendent of the Eastern Divi- 
sion of the Wabash, St. Louis & Pacific road, has resigned, 
and will accept a position on the Chicago, Burlington & 
Quincy. 

—Mr. R. H. Temple has resigned his office as Chief En- 
gineer of the Richmond & Allegheny road, to accept the 
same position with the Richmond Danville Extension 
Company. 

—Mr. Charles A. Tinker has resigned bis office as Super- 
intendent of the Baitimore & Ohio telegraph lines to accept 
a position with the Western Union Telegraph Company. He 
is a telegraph man of wide experience. 


—It is reported that Mr. John C. Brown has resigned bis 
position as Vice-President of the Texas & Pacific Company, 
and that he will be made General Solicitor for all the Gould 
Southwestern lines, with office in St. Louis. 


—Chicago papers report that Mr. R. Forsyth, now Gene- 
ral Freight Agent of the Chicago & Eastern Illinois, is to be 
made General Manager of that road and the Evansville & 
Terre Haute. Mr. Forsyth during the war was General 
Freight Agent of the Illinois Central. 


—Mr. Charles Paine, General Superintendent of the Lake 
Shore & Michigan Southern road, has resigned that position 
to beco me General Manager of the New York, West Shore 
& Buffalo road. Mr. Paine was Chief Engineer of the 
Michigan Southern & Northern Indiana, and in 1872, two 
years after that road became part of the Lake Shore & Michi- 
gan Southern he was appointed General Superintendent, 
succeeding Mr. Charles F. Hatch, who had just yone to the 
Eastern Railroad. Mr. Paine isa prominent member of the 
American Society of Civil Engineers, and ranks with the 
bea? first men in the profession for character, skill and 
ability. 


—Mr. James Robb, who died in New York, July 30, in his 
half century. of incessant business life had been cashier of 
the Branch Bank at Morgantown, Va. (when only twenty- 
two years. old he, had risen to that position from his 
first employment in it at thirteen years old as office boy); 
the inead for twenty years of the banking firm of Robb, 
Hoge &. Co. and James Robb & Co., of New Orleans: 
Robb, .Hallett & Co., of this city; R. Wilson, Hallett & 
Co,, «of Li¥erpoo), and Tallant & Wilde, of San Francisco; 


sole; own the Bank uf James Robb, of New Orlean 

woth & Bagaican of. balf e tiilliont President of the New rr 

feane ht & ing Company—the shares of which 
raleed t6 80 per cent. premium from a deprediation of 70 











per cent.; partner with Queen Christina of Spain in the 
Havana Gas-Light Company: the promoter of all railroads 


originating in New Orleans; President of the New Orleans, |- 


Jackson & Great Northern Railway; Receiver of the St. 
Louis, Alton & Chicago Railroad; President of the Atlantic 
& Great Western and Dubuque & Sioux City railways; 
President of the Louisiana National Bank and for some time 
in the firm of Winslow, Lanier & Co., of New York. 








TRAFFIC AND EARNINGS, - 


Railroad Earnings. 
Earnings for various periods are reported as follows: 
Seven months ending July 31: 


Denver & R. G.... $3,104,143 
Mil., Lake Sh. & 





1880. Inc. or Dec. P. ce. 
$1,439,024 I. $1,665,119 115.7 





» SEAR cha 290,145 215,365 1. 74,780 34.8 
Northern Pacific.. 1,639,867 1,175,702 I, 464,165 39.5 

Six months ending June 30: 

N. Y., Pa. & Ohio. $2,736,430 $2,421,650 I. $314,780 13.0 
Month of May: 

St. John & Maine. $9,767 $8,007 I. $1,760 22.0 
Net earnings... *1,306 OD dasatnmenbeceuas _ 
Month of June: 

N. Y., Pa. &Ohio, $449,712 $368,456 I. $81,256 22.1 
Month of July: 

Denver & R. G $548,284 $372,190 I. $176,094 47.3 

Mil., L.S. & W... 39,622 $1,978 I. 7,644 23.9 

Northern Pacific. . 4''4,180 241,277 I 162,903 67.6 
First week in July: 

Minn. & St. L.... $24,480 $13,066 I. $11,414 87.8 
Third week in July: 

Chi. & Eastern Ill. $31,374 $31,253 I. $121 0.4 

Cin. & Springf.... 19,621 18,886 I. 735 3.9 

Cleve., Col., Cin. 

3. eee 91,604 121,861 D. 20.257 18.1 
Flint & Pere M... 30,618 24,029 I. 6,589 27.4 
Ind., Bloom. & W. 19,784 25,706 D 5,922 22.8 
St. L., 1. M. & So. 119,100 114,802 I. 4,298 3.7 

Week ending July 22: 

Gt. Western...... $95,190 $87,594 I. $7,596 8.6 
Week ending July 16: 

Grand Trunk..... £41,965 £40,710 I. £1,255 3.1 
*LOoss. 

Petroleum. 


Stowell’s Petroleum Reporter gives the ——s state- 
ment for the Pennsylvania oil regions for June, in barrels : 


1881. 1880. Increase. P.c. 

Production.......... 2,377,860 2,036,910 340,950 16.7 

Shipments........... 1,729,697 975,083 754,614 81.6 

Stock, June 30...... 24,441,191 12,709,914 11,731,277 92.3 
Number of producing 

WE 32saudecsnaee 16,700 13,172 3,528 26.7 


The pipe line reports show receipts of 2,659,260 barrels 
during the month. 

Pittsburgh receipts of crude oil for June were 187,677 
barrels, of which 161,617 barrels were by pipe line. 

Southwestern Railway Association. 

A dispatch from Chicago, July 29, says: ‘“‘Commissioner 
Midgley has just issued a circular oF which the Southwestern 
Railway Association withdraws the equalized freight rates 
heretofore quoted by the association and establishes the 
local rates as arbitraries from Chicago and Mississippi River 
points on business from seaboard points, in order to prevent 
the uncertain rates east of Chicago and the Mississippi River 
from extending west of those points. In other words, the 
roads in the association decline to participate in any cutting 
of rates. The circular takes effect Aug. 1.” 

Chicago and Milwaukee July Receipts. 

Receipts in the month of July for four years have been: 





Chicago: 1878. 1879. 1880. 1881. 
Grain, bu........10,138.703 10,216,256 15,372,760 15,362,194 
Flour, bblis...... 175,132 186,765 198,325 435,081 
Hogs, No........ 325,281 277,738 483,152 495 ,858 

Milwaukee: 

J ae 1,920,323 1,029,746 782.401 1,261,142 
Flour, bbls -. 155,195 175,620 197.219 291,043 
PROGR; TIO s.08. ss 13,357 9,101 15,573 39,229 


The grain and flour receipts, therefore, have been larger 
this year than ever before in July—the two places having 
been together equivalent to 19,880,894 bushels this year, 
against 17,935,109 last year, when receipts were larger than 
ever before in July. 

Erie Canal. 

The business of the Erie Canal at Buffalo, from the 

opening up to July 31, was as follows : 


1881. 1880. Decrease. P.c. 
Boats cleared.... ........ 2,811 4.957 2,146 43.3 
Tolls received............ $150,152 $348,064 $197,912 56.9 
Average receipts per day. 2,002 3,412 1410 41.3 


The canal opened May 17 this year and April 20 last year, 
so that there were over one-third more days of navigation 
last year than this season. 


Alabama Commission Rates. 


Last week the Alabama Railroad Commission revised the 
passenger and freight tariff of the Mobile & Ohio Railroad 
Company. Average reduction made by changes in freight 
tariff about 1744 per cent. Freight tariff to go into effect on 
Sept. 1 next. The Pee. tariff stands at four cents a 
mile with ticket, and five cents » mile without a ticket. The 
local passenger traffic on this line in Alabama is exceedingly 
light and unremunerative, running, asthe line does, through 
a portion of the state but little inhabited, and of a very un- 
productive character. 


Colorado Freight Rates. 

A meeting of freight agents interested in Colorado rates 
was held at the office of Commissioner Midgley, Chicago, 
July 27. There were present Messrs. H. C. Wicker, North- 
western road; C. L. Rising, Wabash; Paul Morton, Burhng- 
ton; James Smith, Alton; Sage, Rock Island, and Commis- 
sioner Midgley. The gathering was for the su of con- 
sidering the cutting in rates, which aas been indulged in of 
late, although the exact nature of the cutting was not 
known. It was unanimously decided to restore and main- 
tain all freight rates on ali business to any and all points on 
and beyond the Missouri River. This action causes a re- 
newed uniformity of rates. 

Lake Superior Iron Ore. 


Shipments of iron ore from the Lake Superior Region from 
the opening to July 27 are reported by the Marquette Min- 
ing Journal as follows, in tons: 





1881. 1880. Inc. or Dec. P.c. 

From L’Anse............-. 22,910 20,922 I. 1,988 9.5 
From Marquette.......... 283,724 308,929 D. 25,205 8.1 
From Escanaba...... .... 606,729 532,794 I. 73,935 13.9 
| A eee 913,363 862,645 I. 50,718 5.9 


Of the Escanaba shipments 307,135 tons were from the 
Menominee District and 299,594 tons from the Marquette 
District. The increase from Escanaba is partly at the ex- 
pense of Marquette. 

In addition to ore shipments from Marquette there were 
2,401 tons quartz and 8,647 tons pigiron. There were also 
14,875 tons ore carried te local furnaces; 





OLD AND NEW ROADS. 





Atchison, Topeka & Santa Fe.—This company has 
just completed an extension of its Walnut Valley Branch 
from Eldorado, Kan., southwest to Augusta, 12 miles, mak- 
ing the line 41 miles long from the main line at Florence. 


Atlanta & West Point. —Notice is given that this com- 
pany’s6 per cent. bonds will be paid on presentation at 
the office of the company in Atlanta, Ga. Interest upon;them 
will cease from Dec. 27 next. These bonds are all the mort- 
He debt of the company; by the last report there were 

68,000 outstanding. 


Augusta & Knoxville.—Track is now laid from Au- 
gusta, Ga., to the crossing of the Savannab River at Wal- 
ton’s Island, about five miles. The bridge at that point is 
well advanced and in a few days the construction train will 
be able to cross the river, when tracklaying will be begun 
on the South Carolina side of the river, 


Boston & Maine.—The bill authorizing the extension of 
this Company’s Dover & Winnipiseogee Branch from Alton 
Bay to Wiers and Laconia has been indefinitely postponed 
by a large majority in the lower house of the New Hamp- 
shire Legislature. This probably kills the bill for this year. 


Canadian Pacific.—A dispatch from pose om, Mani- 
toba, Aug. 3, says: ‘‘ The following questions were disposed 
of at the meeting of the board of directors of the Canadian Pa- 
cific Railway just closed in this city: First, the approval of 
the location to Moose Jaw Creek; second, thé continuation of 
the location survey to Fort Garry, to be completed this 
season, and the line itself to be completed next season; 
third, location, in conformity with the Winnipeg 
law, of the Winnipeg & Pembina Mountain Branch, 
and provision for its immediate construction; fourth, the 
immediate location and construction of the Assiniboine 
Branch, from a point 20 miles east of Brandon, northeasterly 
toward Lake Saskatchewan, Fort Ellice, ing Mountain 
and Touchwood Hills; fifth, the immediate location and 
construction of the Saskatchewan Branch from a point near 
the Great Forks of the Qu’Appelle in a northwesterly direc- 
tion. 


Central Pacific.—In the United States District Court 
in New York, Aug. 2, in the suit begun by the United 
States against this company to enjoin payment of dividends, 
the Court granted a stay of proceedings, to continue until 
such time as the President shall appoint a new Railroad 
Commissioner in place of Mr, French, and for 30 days after 
such appointment. 


Chattaroi.—This road is now completed to Peach 
Orchard, Ky., in the centre of the Peach Orchard coal field. 
The new terminus is 12 miles beyond the former end of the 
track at Louisa, and 43 miles from the Ohio River at Ash- 
land. The company now has 37 miles of road, its trains 
using the Lexington & Big Sandy track for the six miles 
from Catlettsburg to Ashland. 


Chicago, Burlington & Quincy.—This company is 
about to commence the erection of a large and elegant 
office building on the northeast corner of Adams and Frank- 
lin streets, in Chicago. It will front 12214 feet on Adams 
and 175 on Franklin. The height will be 105 feet, and of 
six stories. It will be built in the best manner and hand- 
somely finished, and will be occupied throughout by the 
company. The sixth fluor will contain very complete din- 
ing rooms, kitchen and servants’ rooms. It is expected that 
the building will be occupied next spring. 


Chicago, Milwaukee & St. Paul.—-This company has 
decided to build a branch from Mazomanie, Wis., on the 
Prairie du Chien Division, north by east to Portage City, 
about 35 miles. A contract for 12 miles, from Mazomanie 
to Prairie du Sac, has been let to W. H. H. Cash, of New 
Lisbon, Wis. Other contracts will be let soon, and the 
branch is to be completed this season. 

The Chicago Tribune says: ‘‘The Milwaukee & St. Paul Rail- 
road is going to make a novel and important yer eats Be- 
ginning August 1, they will supply with coal all the territory 
west of a north-and-south line drawn through Calmar and 
St. Paul. Last winter the inhabitants of that section suf- 
fered greatly from lack of fuel, and were com- 
— to burn ties, bridge timbers, hay and corn. 

he company will send thither twenty car-loads a 
day, making 360 tons of soft coal, which will be 
piled up in sheds that have been prepared for the purpose, 
and which will hold a three months’ supply. No coal is to 
he taken out of these sheds until Dec. 15. Fuel is to be ob- 
tained up to that time from the cars. In this way a supply 
will be accumulated that will last beyond any possible block- 
ade. The coal will be furnished by the company to its agents, 
and by them sold at wholesale and retail at lower prices 
than coal has ever before been obtainable in that part of the 
country. Where in former years $5 and $6 a ton have been 
paid, coal can be had this year at $4 and $4.50. Last year 
there was none at all in that section after the first few weeks 
of winter, and a great deal of suffering resulted in conse- 
quence. Under this arrangement both a supply and cheap- 
ness in price are guaranteed to the consumer. The 
purpose of this new move in railroading is to 
protect the settlers and_ stimulate the develop- 
ment of the country. Coal will be furnished by the com- 
pany only on the Hastings & Dakota, Southern Minnesota, 
and Iowa & Dakota divisions west of the line named. East 
of this point the local dealers will remain the distributors. 
This plan was elaborated by Mr. H. W. MeNeill, Superin- 
tendent of the Coal Department, and his assistant, Mr. W. 
C. Wyman.” 


Chicago & Northwestern.—This company has lately 
completed and opened for business a branch of its Toledo & 
Northwestern line from Jewell Junction, Ia., west to Strat- 
ford, 15 miles. 


Chicago, Rock Island & Pacific.—In the United 
States Circuit Court at Chicago, Aug. 1, Justice Harlan 
decided the case of Van Weel vs. the Chicago & South- 
western. The case came up on a demurrer to the plaintiff’s 
amended and supplemental bills, which charge that when F. 
H. Winston was President of the defeadant company he be- 
came interested in construction compunies for extending the 
road, and procured such letting of contracts as to profit bim- 
self to the detriment of the stockholders of the road; that 
misstatements were made in a circular soliciting subscrip- 
tions to bonds, and by which the plaintiff was led to invest 
in said securities. An order was entered sustaining the 
demurrer, and dismissing the bills, with cost to the de- 
fendant. An appeal was prayed and allowed. 


Chicago, St. Louis & New Orleans.—A dispatch from 
Cairo, Ill, July 29, says: ‘‘To-day the Chicago, St. 
Louis & New Orleans Railroad Company accomplished the 
tremendous task of changing the gauge on the line from New 
Orleans to Cairo. To complete this herctilean task a force 
of over 3,000 men were distributed along the line, This is 
the greatest feat yet acocmapnaney.  muaee changing, and to 
Colonel L. P, Brien, Assistant Gén Manager, is the success 
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mainly due. It is estimated that the actual cost of the work 
is about $800,000. The width of the track on 571 miles of 
road was altered from 5 ft. to 4 ft. 84¢ in., the standard 
gauge north of the Ohio River. 

‘The work began as soon as it was light enough to work 
and was finished at 3 p.m. Engines were in both 
directions from each of the three shops—at Jackson, Water 
Valley and McComb City—early in the morving to test the 
track, and followed the work as it prog: . Onthe main 
track the men were distributed in the proportion of 244 men 
to 4 mile, or 1,500 men, not including gangs at the various 

ards. 
me The west rail was moved inward 3\¢ inches. All the 
spikes on the inside of rails to be raters a had already been 
drawn, except the spikei1 every fourth tie on straight lines 
and every third tieon curves. Spikes for the new gauge 
were already driven in every fourth tie and third. All 
necessary spikes were distributed on the ends of ties 
into which they were to be driven. Each section 
foreman was furnished with a narrow-gauge hand- 
car and a full set of tools. The implements were dis- 
tributed among the men in each section thus, five men with 
claw hammers drew inside spikes, one man with spike maul 
drove down stubs, and four men threw in the rail; and there 
were five outside spikers, two inside spikers, two extra men 
and one man to _ hand-car and carry water. The sec- 
tions were clearly laid out in order, each having a road- 
master. Not the least difficult part of the underteking was 
the locating of the rolling stock so as not_to irterfere with 
the work. But all the directions were fully carried out.” 


Cleveland Terminal.—This company has been —_ 
ized at Cleveland, O., with a capital stock of $2,000, 4 
The incorporators are: H. L. Terrell, the attorney for the 
New York, Chicago & St. Louis Railway Company; O. H. 
Payne, Treasurer of the Standard Oil Company; W. H. 
Corning, H. M. Hanna, and M. A. Hanna. The scheme is 
to build a line around the city from East to West, connectin, 

all the roads entering the city, so as to permit the transfer o 
freight outside of the citv. 


Cleveland, Youngstown & Pittsburgh.—This com 
pany was recently organized to build a narrow-gauge road 
from the line of the Painesville & Youngstown road at or 
near Youngstown, O., westwardly, crossing the line of the 
Alliance & Lake Erie through the Palmyra coal fields, strik- 
ing the Connotton Valley road some 25 miles from Cleve- 
land. The company has secured possession of the Alliance 
& Lake Erie road, with a view to extending it southward 
from Alliance to Waynesburg. The stockholders have 
voted to authorize an issue of $1,000,000 in bonds. 


Columbus, Chicago & Indiana Central.—The Com- 
mercial and Financial Chronicle says: ‘The affairs of this 
company have lately taken a new turn, in consequence of 
the appointment of a new committee to represent the bond- 
holders under the reorganization agreements. The facts of 
the matter, as repor below, are furnished for publication 
in the Chronicle, and are believed by the editors to be sub- 
stantially correct. Originally Messrs. Adrian Iselin, William 
Whitewright and Richard T. Wilson were the committee of 
the bondholders to take care of their interests and aid in se- 
curing whatever was due to them. By the terms of the 
agreement under which this committee was appointed, it 
was provisional, and a permanent committee was to be ap- 
pointed by the bondholders. 

‘“The trustees of the first mortgage, Messrs. William R. 
Fosdick and James A. Roosevelt, commenced suit against 
the Pennsylvania Railroad Company to compel that company 
to pay the rent due under the lease of that railroad, the re- 
covery to be for the benefit of the first-mortgage bondholders. 
After long litigation these proceedings resulted in a decree 
in favor of the rh ay trustees By the Pennsylvania 
Railroad Company for about $2,800,000, and the rent for 
the future was also fixed by the same decree. 

‘The Pennsylvania Railroad Company appealed from 
this decree to the Supreme Court of the United States, and 
that appeal is now pending. Meanwhile, it is said the Penn 
sylvania Railroad Company, the debtor in this judgment, 
bought up a large quantity of the bonds secured by the first 
mortgage and represeuted by the trustees who had recovered 
the judgment. 

“In this condition of things a call for a meeting of the 
bondholders was issued for the purpose of electing a_per- 
manent committee in the place cf Messrs. Iselin, White- 
wright and Wilson. This meeting was held a few days ago 
at the office of the Union Trust Company. Some of the bond- 
holders who had not transferred their interests to the Penn- 
sylvania Railroad Company attended and protested against 
the meeting as not being regular. These bondholders were 
represented by Mr. Wadsworth, Vice-President of the Chi- 
cago, Milwaukee & St. Paul Railroad Company, and Mr. 
Henry Morgan, of Matthew Morgan’s Sons, Mr. Peter Geddes 
and Mr. Luddington. Mr. Luddington offered a resolution 
that it was the sense of the meeting that the committee 
should not compromise the judgment against the Pennsyl- 
vania Railroad Company, but enforce it; and he offe a 
further resolution that the provisional committee should 
consist of five members instead of three, and that Mr. Wads- 
worth and Mr. Morgan should be members of the committee. 

“‘After offering these resolutions, the meeting went into 
the election of a committee. This election resuited in the 
choice of Mr. Wm. L. Scott. of Erie, Pa., who is supposed 
to be largely interested in the Pennsylvania Railroad Cormn- 
pany, Mr. Chas. J. Osborne and Mr. William B. Dinsmore. 

‘“* The resolution—that it was the sense of the meeting that 
the claim aguinst the Pennsylvania Railroad Company 
should not be compromised— then came up, and was dis- 
cussed by Mr. Scott and Mr. Luddington, and finally was 
referred to the committee which had just been appointed. 

‘The resolution adding Mr. Wadsworth and Mr. Morgan 
» hac committee was also discussed, and was laid upon the 

‘able. 

“Thus the permanent committee appointed to represent 
the interests of the bondholders was so made up as to em- 
brace, as claimed, parties acting in the interest of the 
Pennsylvania Railroad Company; the debtors in the $2,800,- 
000 judgment. 

‘It is supposed that this arrangement_will result in some 
litigation.” 


Columbus & Western.—Surveys are being made for the 
extension of this road from Childersburg, Ala,, by Shackel- 
ford’s Gap, Highland, Wadkin’s Pass and Walker’s Gap to 
Birmingham. 

Denver & Rio Grande.—The Gunnison Division of 
this road is now completed to Sargent, Col., 30 miles west- 
ward from the late terminus at Silver Creek, and 43 miles 
= the junction with the Leadville line at Arkansas 
station. 

The Del Norte Branch has been completed and opened for 
business from Alamosa, Col., on the Pueblo & New Mexico 
Division, west to Del Norte, 30 miles. 

The San Juan Division is completed to Durango, Col., 48 
miles westward from the late terminus at Arboles and 450 
miles from Denver. Durango is the outpost of the San Juan 
mining region and the arrival of the road there was cele- 
brated in an enthusiastic manner. 

From Durango the road, which runs nearly due west for 


the 123 miles from Antonito, the junction with the Pueblo & | 
New Mexico Division, takes a shore. turn nearly due north 
and will follow up the San Juan Valley to Silverton, the 
centre of the San Juan region. 

The company has ordered some standard-gauge locomo- 
tives to work on the third or standard-gauge rail between 
Pueblo and Denver. It was, it is said, at first proposed that 
the Atchison, Topeka & Santa Fe trains should run through 
to Denver, but this company finally decided to furnish 
motive power for the haul over its own line. 


Detroit, Mackinac & Marquette.—Tracklaying is 
now in progress from the eastern end and the rails are going 
down between 25 and 40 miles from Point St. Ignace. 
Work is also progressing from the Marquette end. 

The Sr engineers are making surveys for a line 
from Marquette westward into the iron region. 


Evansville, Dayton & Eastern.—This company has 
been formed by the consolidation of the Ohio and Indiana 
organizations of the same name. The pro road is from 
Evansville, Ind., to Dayton, O. The capital stock is to be 
$6,000,0000. 


Evansville, Rockport & Eastern.—This road has been 
sold to the Louisville, New Albany & St. Louis Company. It 
extends from Evansville, Ind,, to Jasper, 55 miles, with a 
branch from Gentryville to Rockport.- It is a consolidation 
of the Cincinnati, kport & Southwestern and the Lake 
Erie, Evansvilie & Southwestern, and was owned, we 
believe, by an organization known as the Evansville Lo- 
cal Trade Company. 


Great Valley & Bradford.—This company has been 
organized to build a railroad from Great Valley, N. Y., on 
the New York, Lake Erie & Western, south 12 miles to the 
Pennsylvania line, whence a Pennsylvania organization will 
extend it some 10 miles further to Bradford. 


Gulf, Colorado & Santa Fe.—Work is progressing 
steadily ou the Ft. Worth Branch, and the track is now laid 
toa puint 15 miles north of the late terminus at Valley 
Mills, Tex., and 60 miles from the main line at Temple 
Junction. ‘The iron bridge over the Brazos is nearly finished. 

The pes have begun to locate a branch from Cle- 
burne t eatherford. The right of way has been offered. 


Houston, East & West Texas.—Thbis company has 
lately completed an extension of 15 miles from the late 
terminus at Moscow, Tex., northward, which brings it to 
the Neches River, about 103 miles from Houston. The new 
— was to be inspected by the state authorities this 
week. 


Huntsville, New Orleans & Western Texas.—This 
poe pm A has filed articles of incorporation to build a rail- 

from Sabine Pass, Tex., to a point on the International 
& Great Northern a quarter of a degree south of the thirty- 
first parallel, a distance of 200 miles. The capital stock is 
to be $4,000,000. 


Idaho, Clearwater & Montana.—Citizens of North- 
ern Idaho have organized this company with a view of build- 
ing a 1ailroad and telegraph line eastward from Lewiston, ; 
Idaho, via the Clearwater Pass of the Bitter Root 
Mountains and the Big Horn Pass of the Rocky Mountains, 
to intersect with the Utah Northern Railroad, a distance of 
not less than 300 miles. They also paren building a road 
from Lewiston via Snake and .Grande Ronde rivers, to La- 
grange, Or., a distance of 100 miles. They further propose 
to build a railroad and telegraph line from Lewiston north 
to intersect with the Northern Pacific and to operate steam- 
boats on Snake, Clearwater and Columbia Rivers in connec- 
tion with their road. 


Illinois Midland.—A dispatch from Springfield, Il., 
July 29, says: “It is understood between the lawyers en- 
gaged in the case of John H. Waterbury vs. the Illinois Mid- 
and my Company et. a/., that the default entered July 
22 against the defendant companies will be set aside if they 
choose to file an appearance before the return day of the 
writ. The complainant may then press for a decree in the 
consolidated foreclosure suits pending in the Court.” 

The freight trainmen on this road quit work Aug. 2, re- 
fusing to return until they receive three months’ back pa 
now due them. All freight traffic over the road is stopped, 
though passenger trains continue to run. 


Kansas City, Springfield & Memphis—tThe following 
circular has been issued to stockholders of the Kansas City, 
Ft. Scott & Gulf Company: 

“It is proposed by certain parties to build a railroad from 
Springfield, Mo. (the present terminus of the Fort Scott, 
Southeastern & Memphis Railroad), in a southeasterly direc- 
tion to the Mississippi River, opposite Memphis, a distance 
of about 275 miles. 

“To accomplish this purpose, it is proposed to form two 
corporations—under the lawsof Missouri and Arkansas, re- 
spectively—the two to be ultimately —?_ = into one corpo- 
ration, to be known as the Kansas City, Springfiela & Mem- 
phis Railroad ong ot 

“The country through which this road is projected is 
characterized in some sections by rich farming and votton 
lands, and other sections are rich in minerals and forests of 
valuable oak and pine timber. 

‘Tt will furnish a near outlet to the Mississippi River for 
the in raised along roads already constructed in Kansas 
and Missouri, and at a point below which navigation is never 
interrupted by ice or low water. Memphis wil] be an im- 

rtant distributing point for the packing-house products of 

ansas City, and for hay, corn and flour through all the 
Southern states east of the Mississippi River. 

**The road will be construucted in all respects in a substan- 
tial manner, with iron bridges, and steel rails weighing not 
less than 56 Ibs. per yard, and will be furnished with equip- 
ment estimated to cost $750,000. Including the equipment, 
the estimated cost of the road is $5,600,000. 

‘* By subscriptions to stock of the corporation to be formed 
under the laws of Missouri (ultimately to be converted into 
the stock of the consolidated company), and by the issue of 
$6,000,000 first-mortgage 40 years 6 per cent. bonds of the 
company when consolidated, to be paid for in the manner 
hereinafter stated. it is proposed to raise $6,000,000 in cash— 
a sum sufficient to meet the cost of construction and equip- 
ment and the accruing interest while under construction; 
also for side-tracks and branehes if deemed expedient. 

“* In consideration of the additional business to accrue to 
the ee a aay A & ~~ Road, from business 
goin; and coming from new line, it is proposed that 
the Kansas City, Fé. Scott & Guif Railroad Com ny sball 
execute a traffic contract with the Kansas City, pringfield 
& Mempbis Railroad Company, agreeing to set aside 15 per 
cent. of its gross earnings derived from business going to or 
coming from the Kansas City, Springfield & Memphis road, 
for the term of 40 years. 

‘“*The amount set aside under said traffic contract to be 
applied, 

“ First. To pay, if need be, any interest on the Kansas 
City, Springfield & Memphis Railroad Company’s fi st- 
mortgage 6 per cent. bonds not provided for by the earn 
ings of said company’s road. 





“‘ Second. To the purchase by advertisement of the first- 
mortgage bonds of the Kansas City, Springfield & Memphis 
Railroad Company at a price not exceeding 110 and interest: 
and in case no bonds are offered under the advertisement, 

then the bonds are to be drawn by lot for P meng at 116 
and interest. The bonds so purchased or drawn to be im- 
mediately cancelled, and one-half the par thereof converted 
into stock of the Kansas aaa Springfield & Memphis Rail- 
road Company for the benefit of and delivered to the Kansas 
City, Ft. tt & Gulf Railroad Company in full satis- 
faction of the whole amount of bonds so cancelled. 

‘‘The subscription to one-half of the above stock, and one- 
half of the 40 years first-mortgage 6 percent. bonds of the 
Kansas City, Springfield & Memphis Railroad Company, 
amounting in cash to $3,000,000, is hereby offered to the 
stockholders of the Kansas City, Fort Scott & Gulf Railrvad 
Company, of record of Aug. 6, 1881, until Aug. 29, 1881, 
at 3 p. m. upon the following terms : 

‘“* Each holder of 50 shares (or rights) of either Kansas City, 
Ft. Scott & Gulf Railroad Company Common Stock, or con- 
tracts for preferred stock, or of both, to have the right to 
subscribe for one block, consisting of $1,500 in stock of the 
Missouri corporation, to be paid for at par, and to be con- 
verted into of the consolidated company, as above, 
and 2,000 of the first-mort 6 per cent. bonds of the con- 
solidated company, when the consolidation shall have been 


effected, at 25, making $3,500 securities, costing in cash 
SY 


“Subscriptions will only be received for blocks (costing 
$2,000 each in cash), or some multiple thereof. 
“ Any part of the subscription hereby offered to the 
stockholders not taken on or before Aug. 29, together with 
the subscription to the other half of the stock and bonds, 
will be disposed of by Charles Merriam, No. 26 Sears Build- 
ing, Boston. 

* Subscriptions will be payable as follows: 10 per cent. 
Sept. 15, 10 per cent. Oct. 15, and the balance as called for 
by the Treasurer, upon at least 10 days’ notice; but not ex- 
ceeding 20 per cent. in any one month. 

‘‘ Interest on payments will be allowed at 6 per cent. pad 
annum. No interest will be allowed on prepayments. The 
first payment of interest to be made July 1, 1882, and there- 
after semi-annually. Registered receipts will be issued in a 
form adapted to the assignment or transfer of the same ina 
book kept for that purpose, and no transfer shall be valid 
unless so recorded.” 


Keokuk & Hamilton Bridge.—This company has be- 
gun suit against the Pittsburgh, Cincinnati & St. Louis 
Company as lessee of the Columbus, Chicago & Indiana Cen- 
tral, and the Pennsylvania Railroad Company as guarantor, 
to recover certain deficiencies in bridge tolls. The suit is 
based on an agreement made in 1869, under which a yearly 
net income of $80,000 was guaranteed to the Bridge Com- 
pany. 


Lake Shore & Michigan Southern.—The Chicago 
Tribune says: ‘‘ Everything indicates that in a short time 
the termini of all freights ov both the Lake Shore and Rock 
Island railroads, except that for local or city delivery, will 
be Englewood. About 50 miles of transfer tracks have al- 
ready been laid, and additional tracks will be laid as fast as 
needed. All transfers are to be made at Englewood, and by 
the aid of the belt lines now in course of construction 
freights can be delivered to any of the roads without the 
long delays occasioned by going through the slow mode of 
transfer through the city. 

“ In a short time each of these roads will have three tracks 
from Englewood as far as Twenty-second street, and will 

robably continue them to the Van Buren street depot. 

ach road will then have a double track, to be used exclu- 
sively for passenger trains, while the third track belonging 
to each company will be used for the transfer of local freight. 
This will give a clear track for passenger trains, and enable 
them to shorten their time between Englewood and the city.” 


Long Island.—The extension of the leased Brooklyn 
& Montauk line from Patchogue, N. Y., eastward to 
Moriches on the Sag Harbor Branch of the main line is now 
completed. It is 13 miles, and reaches the Sag Harbor 
Branch just where it turns eastward after running south- 
ward from Manor on the main line, and completes a line 
along the south side of the island from Jamaica to Sa; 
Harbor nearly parallel all the way with the original roa 
through the centre of the island from Jamaica to Greenport. 


Louisville & Nashville.—This company on Aug. 1 
made a general reduction in fares on all its lines and 
branches. The reduction varies from 12!¢ to 25 per cent. 
from the old tariff. This reduction is made voluntarily and 
for the purpose of encouraging the development of passenger 
business. 


Meadville.—Track is now laid to Meadville, Pa., com- 
pleting the road, which is 18 miles long, extending from 
that town to the Erie & Pittsburgh road at Linesville. It has 
been built by iocal capital, partly to give Meadville a com- 
peting line and partly to reach Conneaut Lake, where it is 
expected that a summer resort will be built up. 


Mexican Railroads.—Dispatches from Mexico, Aug. 3, 
say: ‘‘ A concession has been granted, with a subvention, to 
Gov. Carlos Ortiza for a railrod from Alamos to Port Yava- 
raos, Sonora. A concession, without subvention, has been 
granted to José Amat for a railroad from Mexico to Toluca | 
and Ixtapan del Oro and extending to Port Zihuatanejo, 
Pacific Ocean, touching at Cuernavaca, Tenango, Ario, Hue- 
tamo and other points. The work is to be begun within two 
years and to be completed in six years. 

‘“*A concession has been — to the Governer of 
Durango for a railroad from Mazatlan to Durango, Villa- 
lerdo and Saltillo, with a subvention of $7,000 per kilo- 
metre, the road to be completed within 12 years.” 

A dispatch from Paso del Norte, Aug. 3, —_ * Gov. Ter- 
razas, of the state of Chihuahua, drove a silver spike this 
morning which united two republics by rail in the presence 
of spectators from both sides. A few roy ate gl remarks 
made by Gov. Terrazas were responded to by Gov. Anthony 
Vice-President and General Manager of the Mexican Central 
Railroad.” 


Milwaukee, Lake Shore & Western.—The Northern 
Division is now completed and opened for business to 
Antigo, Wis., nine miles northward from the late terminus 
at Aniwa, and 20 miles from Eland Junction. 


Mississippi & Tennessee.—The gauge of this road was 
chan from 5 ft. to 4 ft. 844 in. on July 31. The work 
was done in 10 bours, with very little interruption to traffic. 
The road is 100 miles long, from Memphis, Tena., to Grenada, 
Miss., where it connects with the Chicago, St. Louis & New 
Orleans road. 


Missouri Pacific.—The track of the Lexington & 
Southern Division on July 28 reached Carthage, Mo., 25 
miles southward from the late terminus at Lamar, and 119 
miles from the junction with the main line at Pleasant Hill. 
Carthage is an important town, being a distributing point 
for the rapidly growing lead regicn of Southwest Missouri. 





Monday Creek Valley.—This company has been - 
ined to build a branch or loop from the Ohio Central at 
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Bremen, O., back to the same road at Chauncey in Athens 
County; also branches or spurs to several furnaces and 
mines near the proposed line. 


New Orleans Pacific.—Track is laid to West Baton 
Rouge, La., which is 14 miles beyond Plaquemine and 99 
miles from New Orleans. lar trains were to begin run- 
ous between New Orleans and Baton Rouge Aug. 1. Work 
is advancing also on the Shreveport end of the line, 


New York, Chicago & St. Louis.—We are informed 
that track on this road has been laid from Arcadia, O., to a 
point near Oakwood, O., 43 miles, and is being laid rapidly 
westward. In about 10 days track-laying will be com- 
menced at two additional points, from a point near Chicago 
eastward, and from near Cleveland eastward; and track will 
be pushed as rapidly as possible from all three points. By 
Sept. 1 still another force will commence laying track from 
Fostoria, O., eastward. Aliof the work is of a substantial 
character, heavy steel rails, angle-bar joints and split 
switches veing used on the main track entirely. The grad- 
ing on the entire line, Buffalo to Chicago, 525 miles, is 
being rapidly toward completion. The masonry for 
several bridges is complete, and the iron work is to be 

laced in position at once and will not cause any delay to the 

k. In Cleveland, the line will cross the river and flats 
on a double-track iron bridge and trestle, which will average 
40 to 50 ft. in height, and ow a length of over half a mile. 
The company now has in use seven new locomotives and will 
receive as many more during August. About 350 cars have 
been delivered and are in use at various points. The loco- 
motives delivered are 17 by 24 in. cylinders, 8-wheel ‘‘Am- 
— engines, The cars are 33 ft. long; capacity 40,000 


New York & Connecticut.—The hearing on the !oca- 
tion of this road has been continued by the Connecticut 
Railroad Commission, but it is not yet finished. The chief 
local mgs seems to be the number of grade crossings 
of highway reads required. 


New York, Lake Erie & Western.—It is said that the 
company will build a loop line by extending the Hawle 
Branch by way of Honesdale to Susquehanna Depot. This 
will shorten the line somewhat and avoid some heavy 
grades. 

The gauge of the Rochester Division, from Corning to 
Rochester, 95 miles, was changed from 6 ft. to4 ft. 81¢‘in. on 
July 31. Preparations had been made previously and the 
work was quickly done. Only the Northern (New Jersey) 
road and the branch from Sufferns to Piermont are now ex- 
clusively of 6 ft. gauge. The third rail on the main line will 

taken up as soon as the work of changing the gauge of 
the locomutives is finished. 


New York & New England.—The New York Times 
of Aug. 4 says: “ About ten years ago the Ridgefield & 
Port Chester Railroad Company was organized under the 
laws of the state of Connecticut. The capital stock was 
fixed at $2,600,000. The contractor for building the road 
agreed to take one-half the stock. Three hundred thousand 
dollars was subscribed, and $200,000 was paid in. The road 
was surveyed and work was begun at various points along 
the line. The contractor, however, did not fulfil his part 
of the agreement. The work was stopped, and nothing 
has been done upon it since that time. For the last six 
weeksthe New York & New England Company has been 
quietly buying up the stock of this road, and it has now 
secured a majority of it. The object which the New York & 
New England Company has in buying up this rvad is to 
immediately begin work upon it, and complete it. 
The company proposes not only to build the road 
from Ridgefield to Port Chester, but to build on 
to Danbury, there to make a connection with the 
main line, and also to build an entirely new road from Port 
Chester to New York 5 + The road will go under the New 
York, New Haven & Hartford Railroad at Pelhamville, 
cross the Harlem River over the new bridge which is now 
being erected, and enter New York city by the Second 
avenue elevated road. It is not yet decided where the depot 
will be located in New York. The road is to be constructed 
in the best manner, will have steel rails and a double track, 
and all the rolling stock will be the best that can be made. 

‘So quietly has this movement been made by the New 
York & New England Company that few outside of those 
who were directly interested in it kitew anything about it, 
but as they have secured the majority of the old stock now 
there is not so much secrecy about it. The new line will be 
pushed rapidly forward as soon as some necessary details 
are arranged, and will in all oo be running in the 
course of a few tnonthis. hen completed, the new line 
will make the long-wished for connection which that road 
has desired to have with New York, and will make it inde- 
pendent of other roads.” 


New York, Susquehanna & Western.—lIt is reported 
that this company is considering the question of building a 
branch from Dircessiers Pa., up the Delaware to Port Jer- 
vis, on the line surveyed by the Lehigh & Eastern Com- 
pany several years ago. 


North & West Branch.—This unfinished road was 
sold recently, at sheriff's sale, to Charles Parrish and others, 
who have organized a new company. On July 31, a large 
varty of men, said to be in the employ of the Pennsylvania 
Railroad Company, began to lay track on the completed 
roadbed from Nanticoke, Pa., to Waller: Legal steps were 
at once taken to stop this work. The section in question is 
valuable to the Pennsylvania, as it would enable it to ship 
coal from the Susquehanna Coal Compons’s mities, which it 
controls, without using the Delaware, Lackawanna & West- 
ern track. Itis said that the parties who bought the road 
did so with the intention of selling it again at a profit. 

A dispatch from Wilkesbarre, Pa., Aug. 3, says: ‘‘A 
number of engineers in the employ of the North & West 
Branch Railroad Company arrived here to-night. They 
came for the purpose of locating the lines of this road 
through this city. The work is to be pushed forward as 
rapidly as ponsthie, and when completed the road will con- 
nect with the Central Railroad of 
adelphia & Reading Railroad.” 


Paris & Great Northern.—This company has been 
organized to build a railroad from Paris, Tex., to the Red 
River, a distance of 30 miles. The capital stock is to be 
$300,000. 

Philadelphia & Reading.—The directors were to 
meet Aug. 3to act on a plan of settlement prepared by 
President Bond. It is said to embrace a proposition made 
by asyndicate, headed by Charles Parrish, to take all the Coal 
& Iron Company’s collieries and pay a fixed rate per ton for 
all the coal mised and placed on the cars, they @epending for 
their profit upon the coal market, but the company being 
assured of a ar income from that source, no matter 
how the demandand the price vary. This is the arrangement 
by which Mr. Parrish now operates the mines of the Lehigh 
& Wilkesbarre Coal Company. There is a revival of the 
old a * reduction of interest by agreement with the 
bondh and an assessment upon the stock. ; 

The Receivers have applied to the Court for instructions as 
to the payment of certain taxes assessed upon the company 


ew Jersey and the Phil- 





by the state of Pennsylvania, which, it is claimed, were not 
legally due by the company. The Court referred the matter 
to a master. 

The Court has authorized the Receivers to begin suits to 
recover certain sums of money due from various parties, 
payment of which is refused. 

A report, which was filed by Mr. Dallas, the Master, rec- 
ommending the creation of a car trust, amounting to 
$1,000,000, for rolling stock, has been called to the attention 
of the Court, but no final action has been taken. 

A dispatch from Philadelphia, Aug. 3, says: ‘‘The board 
of directors of this company met this afternoon, Major Bond 
presiding, and remained in session over two hours. The 
statement of the affairs of the company, with the outline of 
a plan for a readjustment of its indebtedness, was submitted 
by the President, and was approved by the board and re- 
ferred to a — committee, consisting of the President 
and Messrs, Welsh and Shipley, to perfect details and report 
to a meeting of the board on Wednesday next, prior to sub- 
mitting it to the creditors and shareholders of the company. 

‘* A member of the committee says the scheme will not 
radical or revolutionary. It ——— to keep the company’s 
property intact, to treat the creditors with justice, increase 
the common stock, and extend the bonded indebtedness at a 
lower rate of interest.” 


Pittsburgh & Youghiogheny. — The contract for 
building this road has been let to Harris Brothers & Co., of 
Brattleboro, Vt., and No. 218 Fulton street, New York. The 
road is torunfrom Pittsburgh to Connellsville, 56 miles, on 
the south side of the Monongahela and the Youghiogheny, 
the Baltimore & Ohio line from Pittsburgh being on the 
north side. The work is heavy, especially in rock-cutting, 
masonry and bridge work. 


Port Jervis & Monticello.—The gauge of this road 
was changed from 6 ft. to 4 ft. 8% in. on July 31, the change 
cocmnens the greater part of theday. The road extends 
from Port Jervis, N. Y., to Monticello, 24 miles. Its only 
outlet is over the Erie, and the change was necessary to con- 
form to that road. 


Saginaw, Tuscola & Huron.—Grading is now in prog- 
ress on this road from Saginaw, Mich., to Sebewaing, and 
surveys are being made for the line to Port Austin and Bad 
Axe. The distance from Saginaw northeast to Port Austin 
is about 70 miles. 


St. Louis, Iron Mountain & Southern.—tThe fol- 
lowing circular has been issued from the office of this com- 


pany : 

“The St. Louis, Iron Mountain & Southern Railway Com- 
pany has for a long time been considering the advantages to 
result from occupying the territory in Arkansas strictly 
tributary to the line of their road. This determination has 
been strengthened by numerous appeals to the company 
from towns and counties along the projected routes. 
finally been decided by the board, under the advice of the 
Executive Committee, to build under the authority con- 
tained in the Cairo & Fulton charter, a line from Knobel, 
on the northern state line of Arkansas, southwardly through 
Crowley’s Ridge by way of Forrest City, on the Memphis & 
Little Rock Railway, and thence to the southeast corner of 
Ashley County, on the state line of Louisiana, about 250 
miles, with a branch eastward to Kennett. This route 
sweeps the entire range of eastern counties in the growing 
state of Arkansas. 

‘*The St. Louis, Iron Mountain & Southern Railway Com- 
pany has contracted for the building of the above line with 
the Hudson River Contracting Company, and is to pay for 
the construction of said line in bonds and stock, as provided 
in said contract, and has also entered into an arrangement 
with the contracting company whereby the stockholders of 
the Missouri Pacific Railway Company will be entitled to 
subscribe for the stock of the contracting company, as here- 
after set forth, thus enabling the subscribers to partici- 
pate in the profits of the construction under the said con- 
tract. 

‘* Nearly all of the shares of the St. Louis, Iron Mountain 
& Southern Railway have been exchanged for those of the 
Missouri Pacific Railway Company, and the shareholders of 
the last-named company, under the arrangement above re- 
ferred to, will be entitled to subscribe for the stock of the 
contracting company upon the following terms: 

‘* Rach holder of the stock of the Missouri Pacific Railway 
Company who is a stockholder of record on the 8th day of 
August, 1881, will be entitled to subscribe for one share in 
said contracting ag ol for every 10 then held by him in 
the Missouri Pacific Railway Company. Such right to sub- 
scribe will expire on the 15thof August, 1881. Any amount 
not subscribed on or before that day may be disposed of in 
such manner as may be deemed best. Enough stock in the 
contracting company has, however, been reserved until the 
25th of August, 1881, to enable any holder of shares in the 
St. Louis, Iron Mountain & Southern Railway Company, 
who has not already exchanged the same for Missouri Pacific 
shares, to make such exchange, and thereupon to avail him- 
self of the privilege of making the subscription herein 
offered. 

‘* An installment of 10 per cent. will be payable on August 
15, when transferable receipts will be issued; The residue 
of the subscription will be — in installments not ex- 
ceeding 10 per cent. monthly, as the work progresses, 

“Tf any subscriber or his assignee fails to pay any install- 
ment witbin 10 days after the publication of the call there- 
for, then such subscriber or his assignee shall, at the option 
of the contracting company, forfeit all the payments made 
and all right to any further —— in his subscription. 

‘The books of the Missouri Pacific Railway Company will 
be closed for the purpose of this subscription on the 8th day 
of August, 1881, and reopened Aug. 15.” 

The hype line extends a little west of south and is 
from 60 to 20 miles west of the Mississippi. 


St. Louis, Jerseyville & Springfield.—An agree- 
ment has been concluded for the sale of this road (now under 
construction from Springfield, Il., to Grafton) to the Wa- 
bash, St. Louis & Pacific aage ne That company a 
to complete the road from Springfield by Grafton to St. 
Charles, Mo., as soon as possible. 


South Carolina.—The Charleston News and Courier re- 
ports: ‘“‘A meeting of the holders of the stock of the South 
Carolina Railroad Company not represented in the pool was 
held at the hall of the Bank of Charleston. About 20 gen- 
tlemen, representing about 1,000 shares of non-pool stock, 
were present. On motion of Col. C. H. Simonton, Gen. 
James F. Islar, of Orangeburg, was called to the chair and 
Mr. W. 8S. Hastie, Jr., was requested to act as secretary. 
After a brief discussion looking to a determination of the 
best course to be pursued by the non-pool stockholders, 
Messrs. J. F. Ficken, A. S. Johnston, E. M. Grimke, A. B. 
Rose and W. 8S. Hastie, Jr., were appointed a committee to 
prepare a plan of action to be submitted to an adjourned 
meeting of the stockholders on Friday next at the same 
place. The meeting yesterday was held with closed doors, 
reporters and all persons not holding or representing stock 
being excluded.” 

The New York World says: ‘It is understood that the 
holders of about 8,000 shares of the old stock of the South 
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Carolina Railroad Company, who refused at first to accede 
to the terms of the reorganization, will be allowed now to 
come in and share in the advantages to be derived there- 
from. The agreement provides: 

“First—For the issue of not exceeding $5,000,000 first 
consolidated mortgage bonds, which are to be used to pay 
off such bonds as have been decreed by the Court to be a lien 
on the road prior to the old second-mo bonds; to pa 
off the second-mortgage bonds and to provide for so muc 
= Se Montag: debt as is secured by first or second-mortgage 

n 

“* Second—That second consolidated mortgage 6 per cent. 
bonds may be issued by the reorganized company to such 
amount, not exceeding $1,500,000 in all, as may be neces- 
sary, to be delivered to the stockholders at par for the assess- 
ment of 10 per cent. with interest thereon; to provide a 
contingent fund of not exceeding $400,000 in such bonds at 
a and to provide the means of paying the first-mo: e 

mds of the old company not provided for in the issue of the 
first consolidated-mortgage bonds, as they become due. 

“* Third—That income-mortgage 6 per cent. bonds may be 
issued by the reorganized company to such amount, not ex- 
ceeding $3,000,000 in all, as — be necessary; to provide 
for the payment of the principal and interest of the non- 
mortgage bonds outstanding; to provide for the stock sur- 
rendered by stockholders depositing their stock and paying 
the assessment of 10 per cent. thereon; to provide an im- 
provement, os ena and contingent fund not to exceed 
the sum of $250,000 in such bonds at par, which amount, or 
so much thereof as may remain after defraying all the ob- 
ligations and expenses of the Purchasing Committee, shall 
be delivered to the reorganized company for the uses and 
purposes stated in the reorganization plan.” 


Southern Pacific.—A despatch from Yuma, Ariz., says: 
‘The Southern Pacific Railroad Company has commenced a 
suit in the District Court here against the Texas & Pacific 
Raiiroad Company to restrain the defendant during the 
pending of the action from commencing or prosecuting any 
actions or proceedings against the plaintiff or its lessee to 
determine the title to the real property comprised within the 
lines of the right of way claimed by the plaintiff or the 
right to its use or occupation ; that upon the final hearing 
of the action the adverse claims of the defendant may be de- 
termined and that it may be adjudged that the plaintiff is 
the owner of the said real property ; that the defendant’s 
claims thereto are invaiid, and that the defendant has no in- 
terest in or claim to the said property, and that the tem- 
porary restraining order be made perpetual.” 


South Shore Railway & Tunnel.—A suit to enjoin 
this company from building its tunnel under the St. Law- 
rence at. Montreal, and its line from the river to the New 
York state line, has been begun by the Montreal & Champ- 
lain ee Company, which is controlled by the Grand 
runk, 


Tonawanda Valley & Cuba.—This oe has been 
formed by the consolidation of the Tonawanda Valley and 
the Tonawanda Valley Extension companies, Theroad owned 
by the company is of 3-ft. gauge, and extends from Attica, 

- Y., to Arcade, 26 miles. Itis controlled by the New 
York, Lake Erie & Western Company. 


Union Pacific.—The circular of this company, dated 
July 22, 1881, had the following: 

“The Oregon Short Line Railway Company has been 
organized for the purpose of constructing and operating a 
railway from astation on the Union Pacific Railway, called 
Granger, to and into the state of Oregon, a distance of 
about six hundred (600) miles. To raise the means for con- 
structing and ejuipping the said line, the Oregon Short Line 
Railway Company will issue $25,000 of its stock and $25,- 
000 of its first-mortgage bonds for each mile of its railway 
as completed and equipped. The Union Pacific Railway 
ss believing that the proposed road will be, inits ¢, 
a valuable property, as well as an important tributary to its 
own line, and desiring to insure the prompt completion 
thereof, has entered into arrangments whereby stockholders 
of the Union Pacific Railway Company will be entitled to 
subscribe for bonds and stock of the Oregon Short Line Rail- 
way Company upon the ne terms. 

“Each holder of stock of the Union Pacific Railway Com: 
pany who is a stockholder of record on the 26th day of 

uly, 1881, will be entitled for! each 50 shares of such stock 
held by him to subscribe for one first-mortgage 6 per cent. 
bond of $1,000, and for five shares of stock of $10 each, of 
the Oregon Short Line Railway Company. Such right to 
subscribe will expire on the 10th day of August, 1881. Any 
bonds and stock which may not be subscribed for on or be- 
fore that day may be disposed of insuch manner as may 
be deemed best. 
, v The subscription price for said bonds and stock will be as 
OLIOWS: 
“One 6 per cent. bond of $1,000 and five shares of stock, 
of $100 each, for the sum of $1,000. 
** An installment of 10 per cent. of the subscription will be 
payable Aug. 10, 1851, when transferable receipts will be 
issued, and the residue in installments of 10 per cent. at such 
times as they “| be called, not oftener than once in 30 
days, on notice of not less than 10 days.” 


Valley, of Ohio.—It is reported that this road has teen 
sold to the New York, Chicago & St. Louis Company. It ex- 
tends from Cleveland, O., to Canton, 59 miles, and is chiefly 
a coal road, 


Wabash, St. Louis & Pacific.—Notice has been sent 
to the New York Stock Exchange that the Executive Com- 
mittee has authorized the issue of $4,500,000 of the general 
mortgage bonds of this company for the purpose of paying 
for railway lines acquired, or in process of acquisition, and 
for rolling stock and improvements, in accordance with the 
terms and requirements of the mortgage. These bonds will 
be numbered from 8,001 to 12,500 inclusive, and have been 
placed on the list. 


Warwick.—This road has been extended from the old 


grees | terminus at Oakland Beach, R. I., to Buttonwoods, a dis- 


tance of 14 miles, making the road 9% miles long. It is 
worked by the New York, Providence & Boston Company. 


Western North Carolina.—Track has been laid on 
the Paint Rock line from Asheville depot northwest 10 
miles, and trains are running to the new terminus, which is 
called French Broad station. This makes the road 155 miles 
long from Salisbury, N. C., the eastern terminus. 


West Virginia & Pennsylvania.—This company has 
filed articles of incorporation to build a railroad which will 
commence at the Pennsylvania line and run thence by the 
most practicable route by way of Morgantown and Fair- 
mount or Palatine to Clarksburg, in Harrison County, W. 
Va. hig sg wee office of the company is to be at Fair- 
mount, W. Va., and the charter perpetual. The capital 
stock of the company will be $1,500,00u. 


Wisconsin & Michigan.—This road is graded for 10 
miles from Ft. Howard, Wis., and will, it is expected, be 
finished to Stiles, 20 miles, before winter. Work has also 
been begun at Ontonagon, Mich., with the intention of com- 





pleting 20 miles on that end of the road this year also. 
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